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SUMMARY OF SUBJECT MATTER

TO: Members, Subcommittee on Aviation
FROM: Staff, Subcommittee on Aviation
RE: Subcommittee Hearing on “Aviation Noise: Measuring Progress in Ad-

dressing Community Concerns”

PURPOSE

The Subcommittee on Aviation will meet on Thursday, March 17, 2022, at 10 a.m.
EDT in 2167 Rayburn House Office Building and virtually via Zoom for a hearing
titled, “Aviation Noise: Measuring Progress in Addressing Community Concerns.”
The hearing will examine aircraft noise, airport noise, noise mitigation strategies,
methodologies for measuring noise, Federal Aviation Administration (FAA) commu-
nity engagement, new and emerging technologies, and the implementation of noise
provisions from the FAA Reauthorization Act of 2018. The subcommittee will hear
testimony from two panels. The first panel will feature government witnesses from
the FAA and the Government Accountability Office (GAO). The second panel will
include witnesses from Airlines for America, Airports Council International, Aero-
space Industries Association, National Organization to Insure a Sound-Controlled
Environment (N.O.I.S.E.), and Joby Aviation.

BACKGROUND
I. FAA NOISE PROGRAMS

A. Noise Measurement Near Airports

The majority of airport-related noise is generated by the takeoff and landing of
aircraft. The FAA measures noise based on a yearly day-night average sound level
(DNL) produced by flight operations, which is measured in decibels.! DNL is an ag-
gregate measure of aviation noise over a 24-hour period, with 10 decibels added to
nighttime noise events between 10 p.m. and 7 a.m.2 FAA has identified a DNL of
65 decibels as the threshold for significant adverse impact on the community and
uses this standard in determining whether aircraft noise at a nearby airport is com-
patible with residential land uses.3 According to the FAA, a comparable indoor
sound comparison to the 65 decibels threshold would be a person speaking from
three feet away.*

114 C.F.R. Part 150.
21d

STd.
4FAA, Fundamentals of Noise and Sound, https://www.faa.gov/regulations policies/pol-
icy guidance/noise/basics/.

(vii)



viii
B. Regulatory Programs

a. Part 150

The Aviation Safety and Noise Abatement Act of 1979 (49 U.S.C. 47501 et. seq.)
provides the FAA with statutory authority for providing federal funding of noise
compatibility projects through the Airport Improvement Program (AIP).> The FAA
administers its statutory authority under 14 C.F.R. Part 150 (hereinafter Part
150).6 An airport operator is not required to participate in Part 150—instead or in
conjunction with Part 150, airports can utilize funds received from the passenger
facility charge (PFC) and can fund noise projects independent of Part 150, allowing
them to work more directly with stakeholders and establish voluntary noise abate-
ment or mitigation programs.?

When an airport decides to participate in Part 150, it is required to submit a
Noise Exposure Map, which is a scaled geographic visualization of the airport, its
noise contours, and the surrounding area depicting existing and future community
noise exposures.® The airport must also formally submit a Noise Compatibility Pro-
gram (NCP) to the FAA.® The NCP must show that the program: (1) reduces exist-
ing noncompatible uses and prevents or reduces the probability of the establishment
of additional noncompatible uses; (2) does not impose an undue burden on interstate
and foreign commerce; (3) does not derogate safety or adversely affect the safe and
efficient use of airspace; (4) meets both local interests and federal interests of the
national air transportation system; and (5) can be implemented in a manner con-
sistent with all the powers and duties of the FAA Administrator.10

b. Part 161

The Airport Noise and Capacity Act (49 U.S.C. 47521 et. seq.) was enacted in 1990
in response to community noise concerns which had led to inconsistent restrictions
on aviation.!! The law called for a national aviation noise policy and increased
FAA’s authority over aviation noise matters.!2 The law also included mandates re-
lated to aircraft types based on noise and allowed airports some ability to restrict
louder aircraft types.13

The FAA implemented associated regulations in 14 C.F.R. Part 161 (Part 161),
which imposes requirements on airports seeking to implement certain noise rules
or restrictions.14 As such, airports which mandate noise and access restrictions must
satisfy certain criteria, including requirements to: (1) be reasonable, nonarbitrary,
and nondiscriminatory; (2) not create an undue burden on interstate or foreign com-
merce; (3) not be inconsistent with maintaining the safe and efficient use of the nav-
igable airspace; (4) not conflict with a law or regulation of the United States; (5)
be imposed following an adequate opportunity for public comment; and (6) not cre-
ate an undue burden on the national airspace system.15

C. Aircraft Certification

The FAA imposes noise standards for airplanes operating in the United States.16
The FAA classifies airplanes meeting noise standards into five stages, with Stage
1 being the loudest and Stage 5 the quietest.1? Stage 1 and Stage 2 airplanes are
currently prohibited except under very limited circumstances.'® During the aircraft
certification process, the FAA ensures that airplanes comply with U.S. noise stand-
ards. FAA can also recertify airplanes to comply with a more stringent noise certifi-
cation standard than the standard to which it was originally certificated.1® The re-
certification process is initiated by a manufacturer or operator.20 The process for re-
certification 1s described in the graphic below:

5Pub. L. No. 96-193 (1980).

614 C.F.R. Part 150.

7See 49 U.S.C. 47504; 49 U.S.C. 40117.
81d.

°Id.
10]d.
11Pub. L. No. 101-508 (1990).
121d.

13]d.
1414 C.F.R. Part 161.
151d.

1614 C.F.R. Part 36.

17FAA, AC 36-1H—Noise Levels for U.S. Certificated and Foreign Aircraft (Nov. 15, 2001),
available at: https://www.faa.gov/regulations policies/advisory circulars/index.cfm/go/docu-
ment.information/documentID/22942.

18 See FAA, Aircraft Noise Levels and Stages, https://www.faa.gov/noise/levels/.

1914 C.F.R. 36.2(c).

2014 C.F.R. Part 36.
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Figure 1: Overview of FAA's Process for Recertificating Airplanes to Stage 4 or Stage 5 Noise Standards
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In a 2020 report, the GAO surveyed the aviation industry and FAA and evaluated
data to find that while a majority of U.S. airplanes are Stage 3, most are able to
meet more stringent noise standards.2! The GAO found that 98 percent of current
large commercial passenger airplanes and 79 percent of large commercial cargo air-
planes are able to meet Stage 4 standards.22 Because of this, many aviation stake-
holders believe a phase-out of Stage 3 airplanes would not substantially reduce
noise and could instead be costly and challenging.23

D. Implementation of Performance-Based Navigation Procedures in Metroplexes and
Community Outreach

The FAA is in the midst of modernizing the national airspace system (NAS). The
FAA’s effort to modernize the air traffic system, referred to as the Next General Air
Transportation System, or NextGen, is a large set of interconnected programs with-
in the FAA that refreshes the air traffic control system by leveraging the capabili-
ties provided by the Global Positioning System, fiberoptic broadband connections,
and communications satellites, enabling transfers of vast amounts of data between
aircraft in flight and ground facilities.24 As part of this effort, the FAA is imple-
menting new Performance-Based Navigation (PBN) routes and procedures to im-
prove safety, increase airspace efficiency, reduce environmental impacts, and in-
crease user access to the NAS, while simultaneously addressing air traffic growth.25
According to the FAA, PBN will: 26

e increase safety through procedures during descent that reduce the risk of crash-
es and loss of control;

e improve airport and airspace access in all weather conditions;

e reduce delays at airports and in dense airspace by applying new parallel routes,
enabling new ingress/egress points around busy terminals, improving flight re-
routing capabilities, making better use of closely spaced procedures and air-
space, and de-conflicting adjacent to airport flows; and

e increase efficiency through less circuitous routes and optimized airspace, espe-
cially in lower flight altitude stratums.

The FAA has undergone the process of reconfiguring the NAS by redesigning air-
port terminal airspace around large areas with multiple airports called

21GAO, Aircraft Noise: Information on a Potential Mandated Transition to Quieter Airplanes
(Aug. 20, 2020), GAO-20-661, at 12.

22]d. at 13-14.

23]d. at 18.

24FAA, How NextGen Works, available at https:/www.faa.gov/nextgen/how nextgen works/

25FAA, NextGen and Performance-Based Navigation (Aug. 18, 2020), https:/www.faa.gov/
newsroom/nextgen-and-performance-based-navigation.

26 Id.
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Metroplexes.2? As FAA took action, complaints from communities increased.28 Com-
plaints included airplanes routed over areas not previously overflown and increased
concentrations of arriving and departing flights along narrower flightpaths and
more frequent overflights.29 In response to community concerns and provisions in
the FAA Reauthorization Act of 2018, the FAA updated its Policy on Addressing Air-
craft Noise Complaints and Inquiries from the Public in December 2019.30 The FAA
also established regional noise ombudsmen around the country to serve as public
liaisons for issues about aircraft noise questions or complaints and provide technical
support to airport noise working groups and roundtables.31

E. Helicopter Noise

a. FAA Tools to Address Helicopter Noise

While not legally mandated, the FAA works to reduce noise from civilian heli-
copters through a voluntary set of guidelines developed by the FAA and industry
that identify noise mitigation practices called “Fly Neighborly.”32 The FAA has also
developed helicopter route structures for some major metropolitan cities to assist in
managing helicopter air traffic for safety and efficiency.33 The following cities have
helicopter route structures: Boston, Chicago, Dallas-Fort Worth, Detroit, Houston,
Los Angeles, New York City, and the Washington, D.C. area.3*+ While these routes
are not imposed solely to mitigate noise, these routes can result in noise mitigation
in some areas.35

b. Air Tour Management Plans

Under the National Park Air Tour Management Act of 2000, the FAA, in coordi-
nation with the National Park Service (NPS), were required to implement Air Tour
Management Plans (ATMPs).3¢ An ATMP is a plan used to develop acceptable and
effective measures to mitigate or prevent the significant adverse impacts, if any, of
commercial air tour operations upon natural and cultural resources, visitor experi-
ences, and tribal lands. The FAA Modernization and Reform Act of 2012 amended
the Act to allow the FAA and NPS to enter into voluntary agreements with air tour
operators in lieu of developing management plans.37

F. FAA Research and New Technologies

The FAA has established a series of noise research programs including:

e Federal Interagency Committee on Aviation Noise. The FAA works with the
Volpe Transportation Center, NASA, and other government agencies on noise
research.38

o Aviation Environmental Design Tool (AEDT). AEDT is a software system that
models aircraft performance in space and time to estimate fuel consumption,
noise, emissions, and air quality consequences.3? It is used across industry, gov-
ernments, and academia and is the primary tool used by the International Civil
Aviation Organization.4? The tool also facilitates FAA environmental review ac-
tivities.41

o ASCENT Center of Excellence. The FAA uses the ASCENT program to explore
ways to reduce noise exposure from airplanes, helicopters, and new entrants,

27]d.

28 GAO, Aircraft Noise: FAA Could Improve Outreach through Enhanced Noise Metrics, Com-
mz;;z;lc;a(tizon and Support to Communities (Sept. 28, 2021), GAO-21-103933 at 41.

30FAA, Federal Aviation Administration (FAA) Policy on Addressing Aircraft Noise Com-
plaints and Inquiries from the Public (Dec. 4, 2019), available at: https:/www.faa. gov/regula-
tions policies/policy guidance/envir | pohcy/medla/F'AA NoiseComplaintPolicy 191204
FNL.pdf

31 Id

32GAO, Aircraft Noise: Better Information Sharing Could Improve Responses to Washington,
D.C. Area Helicopter Noise Concerns (Jan. 7, 2021), GAO-21-200 at 6.

33]d. at 7-8.

34]1bid.

351bid.

3649 U.S.C. § 40128 (2020).

371d.

38FAA, Noise Research & Programs, available at: https://www.faa.gov/noise/re-
search programs/.

39FAA, Aviation Environmental Design Tool, available at: https://aedt.faa.gov/.

40 FAA Noise Research & Programs, supra note 43.
41 d
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such as through unmanned aircraft systems and advanced air mobility vehicles,
among other things.42

o Airport Cooperative Research Program (ACRP). ACRP is an industry-driven, ap-
plied research program that develops practical solutions to problems typically
faced by airport operators. The ACRP aims to focus on issues that other Federal
research programs do not address.43

o Continuous Lower Emissions Energy and Noise (CLEEN) Program. The CLEEN
Program is a public-private partnership to accelerate the development of tech-
nologies to reduce aircraft noise and emissions and improve energy efficiency.44

1I. FUNDING FOR NOISE MITIGATION

Airport operators may use Airport Improvement Program or Passenger Facility
Charge funds for noise-related projects, including acquiring homes and relocating
people, soundproofing homes and other buildings, and constructing noise barriers.
Regarding sound insulation in homes, according to a September 2019 report to Con-
gress, the FAA had funded over $6.91 billion through the AIP grant program and
approved over $4.4 billion through the PFC program to insulate over 143,000 homes
and other noise sensitive locations (e.g. schools and churches).45

A. Airport Improvement Program

The AIP was established by the Airport and Airway Improvement Act of 1982
(P.L. 97-248). Funds obligated for the AIP are drawn from the Airport and Airway
Trust Fund, which is primarily funded from excise taxes imposed on domestic air-
line tickets, cargo waybills, and aviation fuel sales. The AIP generally funds projects
that are needed to enhance airport safety, capacity, security, and noise mitigation.
The AIP program provides federal grants to airports for airport development and
planning. AIP funding distribution is based on a combination of formula grants and
discretionary funds. Some airports use AIP formula funds for noise projects, how-
ever, most funding for airport noise projects comes from AIP discretionary funds.
According to the CRS, between fiscal years (FYs) 2011 and 2020, AIP funded over
$1.2 billion for airport noise projects.46 Of this amount:

e Noise mitigation projects accounted for 88 percent;

e Land acquisition accounted for 9 percent; and

e Noise compatibility studies and planning accounted for 3 percent.4?

B. Passenger Facility Charge

To provide additional resources for airport improvements, the Aviation Safety and
Capacity Expansion Act of 1990 (P.L. 101-508) permitted airports to assess a charge
on enplaning passengers called the passenger facility charge (PFC). The PFC is a
federally-authorized user fee that an airport sponsor, subject to FAA-approval, may
choose to levy on most enplaned passengers. Airports may impose a maximum $4.50
PFC on enplaning passengers, up to a maximum of $18 on a roundtrip ticket. PFC
revenues may be used for a wider variety of projects other than AIP grants; most
notably, PFC revenues are commonly used for terminal development projects that
are unlikely to be funded through the AIP because AIP grants are typically used
for higher-priority airside projects. PFCs may also be used to fund noise projects
that are independent of Part 150.48

According to CRS, between FY2011 and FY2020, the FAA approved over $247 mil-
lion in PFCs for airport noise projects. Of this amount:

e Noise mitigation projects accounted for 76 percent;

e Land acquisition accounted for 18 percent; and

e Noise compatibility studies and planning accounted for 6 percent.4?

C. Other Airport Funding Sources

Airports may use their own operating revenues from commercial leases, parking
charges, and other sources to fund noise projects as well, but FAA does not keep
track of such spending.

42 ASCENT, https://ascent.aero/.

43FAA, Airport Cooperative Research Program (ACRP)—Airports, https:/www.faa.gov/air-
ports/acrp/.

44FAA, Continuous Lower Energy, Emissions, and Noise (CLEEN) Program, https:/
www.faa.gov/about/office org/headquarters offices/apl/research/aircraft technology/cleen.

zg CRS, Federal Airport Noise Regulations and Programs (Sept. 27, 2021), R46920, at 2.

1

48]d.

49]d.
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III. NOISE-RELATED PROVISIONS IN THE FAA REAUTHORIZATION ACT OF 2018

In response to community concerns and requests from Members of Congress, the
FAA Reauthorization Act of 2018 included a series of robust provisions designed to
address aviation noise issues.?° A section-by-section summary of those provisions is
included in the attached Appendix A. The status of implementation of these provi-

sions is included in the attached Appendix B.

IV. GAO RECOMMENDATIONS

Status of 2021 GAO Recommendations Related to Aircraft Noise

Recommendation FAA Response Status
The Administrator of the FAA should direct | In December 2021, FAA officials told GAO that | Open.
the Office of Environment and Energy to de- | they are working to identify a mechanism to
velop a mechanism to exchange helicopter | share complaint data with helicopter operators
noise information with operators in the D.C. | in the Washington D.C. area. FAA officials also
area. (GA0-21-200 Recommendation 1) 51. stated that they plan to conduct quarterly
meetings in the area with local helicopter op-
erators to examine trends in helicopter com-
plaint data and discuss helicopter noise miti-
gation efforts. FAA officials said they plan to
begin holding and facilitating these meetings
in spring 2022.
The Administrator of the Federal Aviation Ad- | As of January 2022, the FAA has said it is con- | Open.
ministration should identify appropriate sup- | ducting a noise policy review and plans to con-
plemental noise metrics, such as the “num- | sider whether and under what circumstances
ber above” metric, and circumstances for | supplemental, companion, or alternative noise
their use to aid in FAA's internal assess- | metrics are appropriate to inform research and
ments of noise impacts related to proposed | policy considerations. FAA plans to complete
PBN flight path changes. (GA0-21-103933 | this review by the end of 2022.
Recommendation 1) 52,
The Administrator of the Federal Aviation Ad- | As of January 2022, the FAA plans to update | Open.
ministration should update guidance to incor- | guidance on community outreach by the end of
porate additional communication tools that | 2022.
more clearly convey expected impacts, such
as other noise metrics and visualization tools
related to proposed PBN implementation.
(GA0-21-103933 Recommendation 2) 53.
The Administrator of the Federal Aviation Ad- | As of January 2022, the FAA plans to develop | Open.
ministration should provide clearer informa- | an appropriate process and post-implemen-
tion to airports and communities on what | tation outreach tools by the end of 2022.
communities can expect from FAA, including
the technical assistance FAA can provide.
(GA0-21-103933 Recommendation 3) 4.

50 Pub. L. No. 115-254 (2018).

51GAO, Aircraft Noise: Better Information Sharing Could Improve Responses to Washington,
D.C. Area Helicopter Noise Concerns (Jan. 7, 2021), GAO-21-200, available at https://

www.gao.gov/products/gao-21-200.

52 GAO, Aircraft Noise: FAA Could Improve Outreach through Enhanced Noise Metrics, Com-
munication, and Support to Communities (Sept. 28, 2021), GAO-21-103933, available at https://

www.gao.gov/products/gao-21-103933.
53 [d.
54]d.
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Mike Hines, Manager, Office of Planning and Programming, FAA Office of
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PANEL 2

Sharon Pinkerton, Senior Vice President of Regulatory and Legislative Policy,
Airlines for America

Frank R. Miller, Executive Director, Hollywood Burbank Airport, on behalf of
Airports Council International-North America

David Silver, Vice President for Civil Aviation, Aerospace Industries Association
Emily J. Tranter, Executive Director, National Organization to Insure a Sound-
Controlled Environment (N.O.I.S.E.)

JoeBen Bevirt, CEO, Joby Aviation
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APPENDIX A: SECTION-BY-SECTION SUMMARY OF NOISE-RELATED PROVISIONS IN THE
FAA REAUTHORIZATION ACT OF 2018

Section 172. Authorization of certain flights by stage 2 aircraft. This section au-
thorizes the FAA to initiate a pilot program to permit one or more operators of a
stage 2 (noise designation level) aircraft to operate that aircraft in nonrevenue serv-
ice into not more than four medium hub airports or nonhub airports if the airport
and the operator meet specific criteria. The pilot program shall terminate on the
earlier of either the date 10 years after the date of enactment of this Act, or the
date on which the FAA determines that no stage 2 aircraft remain in service.

Section 173. Alternative airplane noise metric evaluation deadline. This section re-
quires the FAA to complete the ongoing evaluation of alternative metrics to the cur-
rent Day Night Level (DNL) 65 standard within 1 year of the bill’s passage.

Section 174. Updating airport noise exposure maps. This section clarifies an exist-
ing statutory provision regarding the submission of noise exposure maps from air-
port operators to the FAA and when an airport must update them.

Section 175. Addressing community noise concerns. This section requires the FAA
to consider the feasibility of dispersal headings or other lateral track variations to
address noise concerns from affected communities, if asked by the airport owner and
local community, when proposing new area navigation departure procedures or
amending an existing procedure below 6,000 feet over noise sensitive areas.

Section 176. Community involvement in FAA NextGen initiatives located in
Metroplexes. This section requires the FAA to review the FAA’s community involve-
ment practices for NextGen projects located in Metroplexes. NextGen is the FAA’s
ongoing effort to modernize technology used for air traffic control.

Section 178. Terminal sequencing and spacing. This section requires a report to
Congress on the status of Terminal Sequencing and Spacing (TSAS) implementation
across all completed NextGen Metroplexes with specific information provided by air-
lines regarding the adoption of aircraft equipage and the training of pilots in its use.

Section 179. Airport noise mitigation and safety study. This section directs the
FAA to initiate a study to review and evaluate existing studies and analyses of the
relationship between jet aircraft approach and takeoff speeds and corresponding
noise impacts on communities surrounding airports.

Section 180. Regional ombudsmen. This section directs each FAA Regional Admin-
istrator to designate a Regional Ombudsman to serve as a regional liaison with the
public on issues regarding aircraft noise, pollution, and safety.

Section 182. Mandatory use of the New York North Shore Helicopter Route. This
section requires a public hearing regarding changes to the New York North Shore
Helicopter Route. This section also requires an FAA review of the route regulations.

Section 186. Stage 3 aircraft study. This section directs the Comptroller General
to conduct a review of the benefits, costs, and other impacts of a phase out of stage
3 (noise level designation) aircraft.

Section 187. Aircraft noise exposure. This section directs the FAA to conduct a re-
view of the relationship between aircraft noise and its effect on communities sur-
rounding airports. The FAA is then required to submit a report to Congress con-
taining appropriate recommendations for revising land use compatibility guidelines
in part 150 of title 14, Code of Federal Regulations.

Section 188. Study regarding day-night average sound levels. This section directs
the FAA to evaluate alternative metrics to the current average day night level
standard, using actual noise sampling and other methods to address community air-
plane noise concerns. This section also requires the FAA to submit a report to Con-
gress.

Section 189. Study on potential health and economic impacts of overflight noise.
This section directs the FAA to enter into an agreement with eligible institutions
of higher education to conduct a study on the health impacts of noise from aircraft
flights on residents exposed to a range of noise levels from such flights.

Section 190. Environmental mitigation pilot program. This section allows the DOT
to carry out a pilot program comprised of no more than six projects at public-use
airports aimed at achieving the most cost-effective and measurable reductions in or
mitigation of the impacts of aircraft noise, airport emissions, and water quality at
the airport or within five miles of the airport.
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APPENDIX B: STATUS OF NOISE-RELATED 2018 FAA REAUTHORIZATION ACT

PROVISIONS
iﬁﬁl Title Summary Deadline Status
172 .... | Authorization of certain | Initiate a pilot program | 4/5/19 .................. APL/AGC developed a
flights by stage 2 air- | to permit stage 2 air- Federal Register Notice
craft. craft to operate in a (FRN) which is under
limited way at certain review. Purpose of the
defined airports. FRN is to see if there
is interest among air-
ports meeting statutory
requirements. If so, we
will develop a pilot pro-
gram.
173 ... | Alternative airplane Study alternatives to 10/5/19 ... Complete.
noise metric evaluation | the DNL.
deadline.
174 .... | Updating airport noise | Requires submission of | No due Complete.
exposure maps. an updated noise expo- | date—change in
sure map in certain in- | policy.
stances.
175 ... | Addressing community | Study dispersion for No due date ......... In compliance, because
noise concerns. new departures or air- FAA will consider any
space changes (on ex- valid request from an
isting departures) at airport but FAA is still
6,000 feet or lower at formalizing repeatable
the request of an air- process.
port.
176 .... | Community involvement | Review community en- | Review due 4/5/19 | Complete. Report was
in FAA NextGen projects | gagement practices at | Report due 6/5/19 | submitted to Congress
located in metroplexes. | Metroplex sites and re- 7/2/20.
port on ways to im-
prove.
178 ... | Terminal sequencing Provide a briefing on Briefing due Complete. Briefing
and spacing. status of TSAS imple- 12/5/18. complete on 11/27/18.
mentation across all
metroplexes.
179 .... | Airport noise mitigation | Review existing studies | Initiate the review | Complete. The FAA sub-
and safety study. and analysis of rela- by 10/5/19. mitted the report on
tionship between ap- Report due 12/29/20.
proach and takeoff 10/5/20.
speed and noise im-
pacts and submit a re-
port.
180 .... | Regional ombudsmen ... | Designate ombudsmen | Designate all om- | Complete.

for each region.

budsmen by
10/5/19.
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Sec-

tion Title Summary Deadline Status
182 .... | Mandatory use of the Take comments, hold a | All due by 11/4/18 | Completed all tasks on
New York North Shore hearing and assess the time.
Helicopter Route. North Shore route.
183 .... | State standards for air- | Requires FAA to provide | No due Complete. Updated the
port pavements. technical assistance to | date—change in | appropriate advisory
a state to develop policy. circular 12/6/19.
standards, for pave-
ment on nonprimary
public-use airports in
the State.

186 .... | Stage 3 aircraft study | GAO study reviewing No FAA due date. | GAO study completed
costs and benefits of GAQ’s study was August 2020.
phasing out stage 3 due April 2020.
aircraft.

187 .... | Aircraft noise exposure | Publish the noise sur- 10/5/2020 ............ The study was released.
vey with any rec- Late on the report ar-
ommendations deter- ticulating recommenda-
mined necessary re- tion.
lated to land use com-
patibility guidelines in
part 150.

188 .... | Study regarding Study alternatives to Study and report | Complete. The report

day-night average the DNL and publish a | due 10/5/19. was submitted to Con-
sound levels. report on the findings. gress 6/24/20.
189 .... | Study on potential Study health impacts Enter into an Completed the

health and economic
impacts of overflight
noise.

attributable to noise
exposure from aircraft.

agreement with
university by
4/5/19.

Submit the results
of the study 90
days after receiv-
ing them.

agreement—it is with
Boston University &
MIT. It will be several
years before they com-
plete their study.
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Sec-
tion

Title

Summary

Deadline

Status

190 ...

Environmental mitiga-
tion pilot program.

Establish pilot program
where up to 6 airports
could receive grants for
mitigation projects to
reduce or mitigate
aviation impacts on
noise, air quality or
water quality within 5
miles of an airport.

No due date .........

FAA issued a Federal
Register notice on May
10, 2021. Section 190
required the FAA to cre-
ate a pilot program for
environmental mitiga-
tion. FAA provided the
Notice of Funding Op-
portunity for the Envi-
ronmental Mitigation
Pilot Program, 86 Fed-
eral Register 25060, on
May 10, 2021. The no-
tice explained that FAA
was accepting
pre-applications from
eligible airports and
consortia for the Envi-
ronmental Mitigation
Pilot Program. The pro-
gram will fund up to
six projects that will
measurably reduce or
mitigate aviation im-
pacts on noise, air
quality or water quality
at an airport or within
five miles of the air-
port.

Public-use airport oper-
ators had until July 9,
2021, to submit a
preapplication to the
FAA.

Once FAA has reviewed
all applications, the
Agency will fund up to
six projects that pro-
vide the greatest envi-
ronmental benefits. The
cost of each project
cannot exceed $2.5
million. The federal
share of the project
cost is 50 percent with
the selected airports
providing the other 50
percent. Grants will be
made from the noise
and environmental
set-aside of the Airport
Improvement Program.







AVIATION NOISE: MEASURING PROGRESS IN
ADDRESSING COMMUNITY CONCERNS

THURSDAY, MARCH 17, 2022

HOUSE OF REPRESENTATIVES,
SUBCOMMITTEE ON AVIATION,
COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE,
Washington, DC.

The subcommittee met, pursuant to call, at 10:03 a.m. in room
2167 Rayburn House Office Building and via Zoom, Hon. Rick Lar-
sen (Chairman of the subcommittee) presiding.

Members present in person: Mr. Larsen of Washington, Mr.
DeFazio, Ms. Norton, Mr. Graves of Louisiana, Mr. Massie, Mr.
Stauber, and Ms. Van Duyne.

Members present remotely: Mr. Carson, Ms. Davids of Kansas,
Mr. Kahele, Ms. Williams of Georgia, Ms. Brownley, Mr. Payne,
Mr. DeSaulnier, Mr. Lynch, Mr. Stanton, Mr. Lamb, Mr.
Fitzpatrick, Mr. Balderson, Mr. Burchett, and Mrs. Steel.

Mr. LARSEN OF WASHINGTON. The subcommittee will now come
to order.

I ask unanimous consent that the chair be authorized to declare
a recess at any time during today’s hearing.

Without objection, so ordered.

I also ask unanimous consent that Members not on the sub-
committee be permitted to sit with the subcommittee at today’s
hearing and ask questions.

Without objection, so ordered.

As a reminder to everyone, again, please keep your microphone
muted unless speaking. And if I hear any inadvertent background
noise, I will request the Member please mute the microphone.

To insert a document into the record, a reminder to please have
your staff email it to DocumentsT&I@mail.house.gov.

And I will recognize myself for an opening statement.

Good morning, and welcome to today’s Aviation Subcommittee
hearing titled, “Aviation Noise: Measuring Progress in Addressing
Community Concerns.”

Before I begin today, I want to wish all my colleagues on the sub-
committee a happy St. Patrick’s Day, and now I will turn to today’s
hearing.

At one time or another, all of us on this subcommittee have
heard from constituents concerned about noise from airports and
aircraft. In my district, Paine Field Airport in Snohomish County
logged over 2,100 noise-related comments in January of this year
alone.

o))
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Studies from the Federal Aviation Administration, the NASA
Langley Research Center, and others have found that noise from
airports and aircraft can have negative effects on residents’ phys-
ical and mental health. These studies have also documented the
impact of aviation noise on schools and businesses located near air-
ports.

This subcommittee takes aviation noise seriously and is focused
on finding meaningful solutions to this persistent issue.

The 2018 FAA reauthorization law included several provisions
aimed at reducing and mitigating aircraft noise. The law was a vic-
tory for community advocates and other key stakeholders working
to reduce the adverse impacts of airport and aircraft noise. As Con-
gress prepares for the next FAA reauthorization, this subcommittee
must evaluate how the FAA implemented provisions from the 2018
law and identify ongoing challenges. For instance, there are ques-
tions about whether the metrics used by the FAA to measure the
impacts of aviation noise accurately portray the effects of noise on
communities.

Now, prior to this hearing, I invited all Members of Congress to
submit written statements for the record highlighting priorities
and issues of importance to their constituents related to aviation
noise. I want to thank my colleagues who have submitted testi-
mony on this issue, and remind everyone the record is open until
April 1st.

The issue of aviation noise is not just an annoyance, it is a public
health issue, it is an economic issue, it is an equity issue, and cer-
tainly a quality of life issue. A disproportionate number of commu-
nities negatively impacted by aviation noise are historically dis-
advantaged communities. And since the 1970s, community advo-
cates have raised the issue of noise with lawmakers and Federal
agencies in hopes of protecting public health and noise-sensitive lo-
cations, like schools and churches, near where aircraft operate.

The subcommittee must ensure community advocates and the
general public continue to have a voice in the FAA’s ongoing efforts
to alleviate aviation noise. For example, public participation must
be included in the development of flight corridors based on per-
formance-based navigation, or PBN. PBN is just one of many of the
elements of the FAA’s ongoing NextGen process designed to im-
prove the management and efficiency of the national airspace. By
providing more precise flightpaths for aircraft, PBN will offer sig-
nificant economic and environmental benefits as it continues to be
implemented, but also may concentrate noise emissions for certain
communities.

Congress and the FAA must work with local communities to im-
prove PBN implementation, while continuing the realization of
other NextGen capabilities. And nearly 1 year ago, this sub-
committee held a hearing on innovation in the U.S. airspace, and
how emerging airspace entrants and new aviation technologies
offer potential societal, safety, and environmental benefits.

The aviation sector continues to develop new methods for lim-
iting and mitigating aircraft noise. Technological improvements in
engines, alternative propulsion systems, and airframes have al-
ready led to reductions in aircraft noise.
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The question before us today is, what more can Congress and the
industry do to foster these improvements? Congress, Federal agen-
cies, stakeholders, and the industry must lay the groundwork to
meet these challenges that communities will face 10, 20, even 30
years down the road. We have already seen the effects that drones
and other small, unpiloted vehicles can have on communities.

The next emerging technology is advanced air mobility, or AAM,
aircraft, commonly known as flying taxis, which the AAM industry
plans to introduce into the national airspace soon. So, I am encour-
aged by the prospects of these technologies, and interested to hear
how the FAA and manufacturers are looking at potential noise im-
pacts for communities when these aircraft fly.

In fact, working with my colleague, subcommittee Ranking Mem-
ber Garret Graves and Representatives Titus and Balderson, along
with others, I recently introduced H.R. 6270 to create a pilot pro-
gram to help communities plan for AAM deployment into the NAS.
Part of that planning process may include a description of efforts
to reduce the adverse effects of aviation noise related to these air-
craft.

Congress must be forward looking in dealing with the problems
of today, while also preparing for the problems of 2050.

Just a heads-up before we get to the other opening statements.
We will have two witness panels to further discuss aviation noise
issues.

The first panel will include Government representatives from the
FAA’s Office of Environment and Energy, the Office of Airports,
and the Air Traffic Organization. The GAO, or Government Ac-
countability Office, is also here to discuss their reports on FAA’s
progress to limit and mitigate noise aircraft.

The second panel includes representatives from airlines, airports,
manufacturers, and a community-based association concerned with
this issue and working to find solutions.

I look forward to hearing from today’s witnesses on the progress
made since the enactment of the 2018 bill, and what steps Con-
gress needs to take to prepare for the 2023 reauthorization bill to
build on that progress. So, while the 2018 FAA reauthorization law
included multiple provisions to help alleviate aviation noise, there
are still ways to improve the implementation of these provisions
and address our constituents’ valid concerns.

Thank you, and I look forward to everyone participating in this
discussion today as we try to tackle these issues in a collaborative
manner.

[Mr. Larsen’s prepared statement follows:]

————

Prepared Statement of Hon. Rick Larsen, a Representative in Congress
from the State of Washington, and Chair, Subcommittee on Aviation

Good morning and welcome to today’s Aviation Subcommittee hearing titled
“Aviation Noise: Measuring Progress in Addressing Community Concerns.”

Before I begin, I would like to wish all my colleagues on the Subcommittee a
happy St. Patrick’s Day.

And to my friend Mr. Lynch from Massachusetts, a happy Evacuation Day.

Now, turning to today’s hearing. At one time or another, all of us on this Sub-
commifttee have heard from constituents concerned about noise from airports and
aircraft.
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In my district, Paine Field Airport in Snohomish County logged over 2,100 noise
related comments in January of this year alone.

Studies from the Federal Aviation Administration, the NASA Langley Research
Center and others have found that noise from airports and aircraft can have nega-
tive effects on residents’ physical and mental health.

These studies also have documented the impact of aviation noise on schools and
businesses located near airports.

This Subcommittee takes aviation noise seriously and is focused on finding mean-
ingful solutions to this persistent issue.

The 2018 FAA Reauthorization law included several provisions aimed at reducing
and mitigating aircraft noise.

The law was a victory for community advocates and other key stakeholders work-
ing to reduce the adverse impacts of airport and aircraft noise.

As Congress prepares for the next FAA reauthorization bill, this Subcommittee
must evaluate how the FAA implemented provisions from the 2018 law and identify
ongoing challenges.

For instance, there are questions about whether the metrics used by the FAA to
measure the impacts of aviation noise accurately portray the effects of noise on com-
munities.

WHO Is HURT BY AVIATION NOISE?

Prior to this hearing, I invited all Members of Congress to submit written state-
ments for the record highlighting priorities and issues of importance to their con-
stituents related to aviation noise. I would like to thank my colleagues who sub-
mitted written testimony on this issue and remind them that the record is open
until April 1.

The issue of aviation noise is not just an annoyance.

It is a public health issue;

It is an economic issue;

It is an equity issue; and

It is a quality-of-life issue.

A disproportionate number of communities negatively impacted by aviation noise
are historically disadvantaged communities.

Since the 1970s, community advocates raised this issue with lawmakers and fed-
eral agencies in hopes of protecting public health and noise sensitive locations like
schools and churches near where aircraft operate.

This Subcommittee must ensure community advocates and the general public con-
tinue to have a voice in the FAA’s ongoing efforts to alleviate aviation noise.

For example, public participation must be included in the development of flight
corridors based on Performance Based Navigation (PBN).

PBN is one of many elements of the FAA’s ongoing NextGen process designed to
improve the management and efficiency of the National Airspace System (NAS).

By providing more precise flight paths for aircraft, PBN will offer significant eco-
nomic and environmental benefits as it continues to be implemented, but also may
concentrate noise emissions for certain communities.

Congress and the FAA must work with local communities to improve PBN imple-
mentation, while continuing the realization of other NextGen capabilities.

EMERGING TECHNOLOGIES

Nearly one year ago, this Subcommittee held a hearing on innovation in U.S. air-
space and how emerging airspace entrants and new aviation technologies offer po-
tential societal, safety and environmental benefits.

The aviation sector continues to develop new methods for limiting and mitigating
aircraft noise.

Technological improvements in engines, alternative propulsion systems and air-
frames have already led to reductions in aircraft noise.

The question before us today is what more can Congress and the aviation industry
do to foster these technological improvements?

Congress, federal agencies, stakeholders and the industry must lay the ground-
work to meet the challenges communities will face 10, 20 and 30 years down the
road.

We have already seen the effects drones and other small unpiloted vehicles can
have on communities.

The next emerging technology is advanced air mobility (AAM) aircraft or “flying
taxis”; which the AAM industry plans to introduce into the NAS soon.
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While I am encouraged by the prospects of these technologies, I am also interested
to hear how the FAA and manufacturers are looking at potential noise impacts for
communities where these AAM aircraft will fly.

Working with my colleagues Subcommittee Ranking Member Garret Graves and
Reps. Titus and Balderson, along with others, I recently introduced legislation (H.R.
6270) to create a pilot program to help communities plan for AAM deployment into
the NAS.

Part of that planning process may include a description of efforts to reduce the
adverse effects of aviation noise related to these aircraft.

Congress must be forward-looking in dealing with the problems of today and also
preparing for the problems of 2050.

Today we have two witness panels to further discuss aviation noise issues.

The first panel includes government representatives from the FAA’s Office of En-
vironment and Energy, the Office of Airports and the Air Traffic Organization.

The Government Accountability Office is also here to discuss their reports on the
FAA’s progress to limit and mitigate aircraft noise.

Today’s second panel includes representatives from airlines, airports, manufactur-
ers and a community-based association concerned with this issue and working to
find solutions.

I look forward to hearing from today’s witnesses on the progress made since en-
actment of the 2018 FAA reauthorization law and what steps Congress needs to
take in the 2023 reauthorization bill to build on that progress.

While the 2018 FAA reauthorization law included multiple provisions to help al-
leviate aviation noise, there are still ways to improve implementation of these provi-
sions and address our constituents’ valid concerns.

Thank you and I look forward to this discussion to tackle these issues in a collabo-
rative manner.

Mr. LARSEN OF WASHINGTON. And with that I will turn now to
the ranking member, Representative Graves of Louisiana, for an
opening statement.

Mr. GRAVES OF LOUISIANA. Thank you, Mr. Chairman. Mr.
Chairman, thank you for having this hearing today.

I think it is important that we look at data when we look at
issues like this. And there is a really great dataset that shows the
progress that has been made. In 1970, there were 7 million com-
plaints about aviation noise, 7 million. Yet in 2018, that number
dropped to 430,000. So, it went from 7 million complaints in 1970
to 430,000 in 2018. Keep in mind, Mr. Chair, that the number of
actual flights increased significantly during that period of time. So,
the good news is that we are moving in the right direction: ad-
vances in aviation technology, we have seen safer aircraft, we have
seen quieter aircraft, we have seen greater performance, greater
convenience.

And as with anything, Mr. Chair, as you know, there are pros
and cons, there are tradeoffs. And as we move forward, we have
got to make sure that we continue to take into consideration abso-
lutely the complaints, the concerns that are raised by those that
are affected, but also take into consideration the benefits of com-
mercial air travel, of general aviation, that has just had a tremen-
dous impact on this country, on the growth and the convenience,
on the ability to improve quality of life, business, seeing relatives,
and other things.

As you mentioned in your opening statement, as we move for-
ward, there have just been extraordinary advances in technology
and advanced air mobility and unmanned aviation systems that
have the ability to continue this incredible trend of dropping the
number of noise complaints, of improving convenience, and improv-
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ing performance and options for consumers across the United
States, for citizens across the United States.

Mr. Chair, recently the Department of Defense worked with the
National Capital region in evaluating complaints related to avia-
tion noise, specifically looking at helicopters. A pretty amazing out-
come of their analysis, between January of 2018 and August of
2021—so between January 2018 and August of 2021 there were in
excess of 6,200 complaints, 6,200. However, half of them were from
the same person. I am not sure if it was the pilot, or who, or if this
person works, but half of them came from one person. Another
1,128 of the—I remind you—6,243 were from another person. In
fact, 63 percent of the complaints were from just two people, and
89 percent of all of those complaints were from the top 10. Not to
discount anyone’s concerns, but I do think that it is important to
take that into consideration as we move forward, and make sure
that we are solving problems, that we understand the gravity of
concerns as we move forward.

Today, we have a number of witnesses, but one is the CEO of
Joby Aviation. And I really look forward to hearing from him talk
about the opportunities, the advancement that is going to be avail-
able as a result of some of the technologies that they are pio-
neering, the improved experience for consumers and American citi-
zens across the country that some of the amazing innovations in
advanced air mobility and in unmanned systems are going to pro-
vide citizens of our country and citizens around the world, once
again improving convenience, improving performance, and improv-
ing safety for American citizens.

So, within the realm of the possible and plausible, I look forward
to hearing more about progress achieved and how the future of
noise will be much quieter as innovations advance, and how Con-
gress can be helpful to ensuring additional gains in this area.

So, Mr. Chair, again, I want to thank you for holding the hear-
ing, and I look forward to hearing from our witnesses today.

[Mr. Graves of Louisiana’s prepared statement follows:]

———

Prepared Statement of Hon. Garret Graves, a Representative in Congress
from the State of Louisiana, and Ranking Member, Subcommittee on
Aviation

Mr. Chair, thank you for having this hearing today.

I think it’s important that we look at data when we are looking at issues like
aviation noise. There is a great data set that shows the progress made.

In 1970, there were 7 million people exposed to significant levels of aircraft noise.
Yet in 2018, that number dropped to 430,000. Keep in mind Mr. Chair, the number
of actual flights increased significantly during that period of time. The good news
is that we are moving in the right direction.

Advances in aviation technology have resulted in safer aircraft, quieter aircraft,
greater performance, and greater convenience. And as with anything, there are pros
and cons, and tradeoffs. As we move forward, we have to make sure that we con-
tinue to take into consideration the complaints and concerns raised by those that
are affected. But also, we have to take into consideration the benefits of commercial
air travel and general aviation that have had a tremendous impact on this country’s
growth, convenience, ability to improve quality of life and business, capability to see
relatives, and other things.

As we move forward, there have been extraordinary advances in technology. Ad-
vanced air mobility and unmanned aviation systems have the ability to continue
this incredible trend of dropping the number of noise complaints, improving conven-
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ience, improving performance, and providing options for consumers and citizens
across the United States.

Mr. Chair, recently the Department of Defense worked with the National Capital
Region in evaluating complaints related to aviation noise, specifically looking at hel-
icopters. There were some amazing outcomes in their analysis.

Between January 2018 and August 2021, there were in excess of 6,200 com-
plaints. However, half of them were from the same person. Another 1,218 of the
6,243 total complaints were from another person. In fact, 63 percent of the com-
plaints were from just two people and 89 percent of all of those complaints were
from the top 10 sources of complaints. Not to discount anyone’s concerns, but I do
think it is important to take those numbers into consideration as we move forward
and make sure that we’re solving problems and understanding the gravity of con-
cerns.

Today we have a number of witnesses, but one is the CEO of Joby Aviation, and
I look forward to hearing him discuss the opportunities that are going to be avail-
able as a result of some of the technologies that they’re pioneering. That includes
the improved experience for consumers and Americans across the country who will
benefit from some of the amazing innovations in advanced air mobility and un-
manned systems. Once again, this technology can improve convenience, perform-
ance, and safety for American citizens. So, within the realm of the possible and the
plausible, I look forward to hearing more about progress achieved, how the future
of noise will be much quieter as innovations advance, and how Congress can help
ensure additional gains in this area.

Mr. Chair, again I want to thank you for holding the hearing and look forward
to hearing from our witnesses today.

Mr. LARSEN OF WASHINGTON. Thank you, Representative Graves.
The Chair recognizes the chair of the full committee, Representa-
tive DeFazio of Oregon.

Mr. DEFAzI10. I thank the chair. Ranking Member Graves al-
ready talked a little bit about the extraordinary number of flights
compared to earlier, and the noise issue, but we have got to look
to the future, where we are looking at perhaps 10 billion pas-
sengers in 2040, 90 million flights. This is going to have an impact.

I am particularly interested in the testimony we will hear about
new technologies, bypass technologies, other things that relate to
engine design, or the hull and configuration of the airplane that
can further mitigate noise. And I am pleased that we have the
CLEEN Program, and we are making money available, and doing
research, and moving in that direction.

The other issue has been with NextGen and performance-based
navigation. The FAA did a pretty miserable job of communicating
about this with communities. With Mike Capuano, former member
O&Kle committee, I sat through a number of meetings with the
FAA.

One question we had which never really ever got answered was,
would it be possible just not to run the same PBN every day over
exactly the same place every day of the week? And could there be
dispersed lateral tracks? I think this is something that hasn’t
been—I know it is expensive and time consuming to develop alter-
natives to one approach, but I think that is something that hasn’t
been fully explored by the FAA.

And then, of course, we will hear some criticism of their outreach
thus far, although it appears that they are putting in place new pa-
rameters that, hopefully, will do a better job of listening to people
in the impacted communities.

And then the mitigation on the ground, the use of AIP funds. I
am pleased that we did, through the IIJA, make available more
funds through AIP, which could be used for soundproofing, noise
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barriers, and acquiring land in flightpaths or future flightpaths so
as to mitigate the problems.

So, I am looking forward to hearing from a range of witnesses
on what the solutions will be or could be as we move forward, so
that we continue to make progress.

It is great that—I mean, Ranking Member Graves talked about
one particular area, and the complaints by just a few individuals
multiplied, but I have been in other cities where it is way more
widely dispersed, and it doesn’t just involve a few individuals. And
we have got to deal with that as we continue to assist the aviation
sector in its future growth.

With that, Mr. Chairman, I look forward to hearing from the wit-
nesses.

[Mr. DeFazio’s prepared statement follows:]

————

Prepared Statement of Hon. Peter A. DeFazio, a Representative in Con-
gress from the State of Oregon, and Chair, Committee on Transportation
and Infrastructure

Thank you, Chair Larsen, for calling this important hearing today focused on
aviation noise. I would also like to thank the FAA, GAO, and the many aviation
stakeholders appearing before us today.

As air travel has become cheaper and more accessible than ever before, the de-
mand for air travel has dramatically increased. According to the International Civil
Aviation Organization, the number of annual worldwide air passengers grew from
1.46 billion in 1998 to 4.5 billion in 2019. And as the aviation industry recovers from
the pandemic, that number is expected to grow to nearly 10 billion scheduled pas-
sengers by 2040, with the number of departures expected to reach nearly 90 million.

This rising demand for air travel has created an urgent need to invest in the in-
frastructure necessary to accommodate the rising number of travelers at airports.
For instance, last year, Airports Council International estimated a backlog of more
than $1115 billion in airport infrastructure needs to address the rising demand for
air travel.

Last November, we made incredible strides in addressing this gap with the pas-
sage of the Infrastructure Investment and Jobs Act (IIJA), which provided $25 bil-
lion over five years to modernize and upgrade our nation’s airport infrastructure.
And I will continue to support an increase in the passenger facility charge, which
hasn’t been raised in over 20 years and is still critical to addressing airport’s long-
term infrastructure needs.

However, despite these needed investments, the growth in air travel and airport
capacity does not come without a cost. Communities near airports know all too well
that growth at an airport often yields increased noise emissions. And these noise
emissions can be more than just temporary annoyances. Aircraft noise has the po-
tential to cause sleep disturbances, contribute to hearing issues, and adversely affect
a person’s physical and mental health.

That is why it is imperative we do everything we can to ensure we reduce and
mitigate these noise impacts on the communities around airports. This includes con-
tinuing to fund critical research and development programs, such as the Continuous
Lower Energy, Emissions, and Noise, or CLEEN, Program. The CLEEN program is
FAA’s principal environmental effort to speed the development of new aircraft and
engine technologies that reduce noise, emissions, and fuel burn. In pursuit of this
mission, the program has leveraged over $600 million in public and private invest-
ments since its inception in 2010.

Moreover, we must also ensure that we are developing and deploying new and ad-
vanced technologies in a responsible way. For instance, the NextGen program has
provided incredible benefits to the aviation industry. From 2010 to the present,
NextGen programs have:

o Saved operators $1.25 billion in fuel costs;

e Slashed carbon emissions as a result;

e Delivered $4.2 billion back into the economy by reducing passengers’ travel

time; and

e Reduced non-fuel operating costs by $1.5 billion.
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One of the advances that has allowed NextGen to deliver these benefits is per-
formance-based navigation (PBN). PBN enables aircraft to fly more precise flight
paths, thereby decreasing fuel use and carbon emissions and potentially reducing
the number of people affected by aircraft noise by flying aircraft over fewer commu-
nities. But these more precise routes also could cause more noise emissions for the
communities that remain in an aircraft’s flightpath. As the FAA continues to deploy
NextGen and other new technologies, it must do a better job of listening to these
affected communities if the agency hopes to successfully address their concerns.

Effectively addressing aircraft noise also requires prioritizing funding for critical
noise mitigation projects. Typically, these projects are funded through the FAA’s
Airport Improvement Program (AIP), which, among other things, provides funding
for airports to help soundproof homes, construct noise barriers, acquire land, and
fund other types of noise mitigation projects. Unfortunately, AIP funding has re-
mained largely flat since this committee reauthorized the program in 2018 and, con-
sequently, has been oversubscribed and is incapable of meeting the growing demand
for noise mitigation in local communities.

Fortunately, the IIJA provided a once-in-a-lifetime opportunity to reverse this
trend and finally provide airports with the resources they need to effectively allevi-
ate harmful aircraft noise emissions in their communities. For instance, the IIJA
provided $15 billion in formula funding to airports for AIP-eligible development
projects, including noise mitigation. Airports should ensure a significant amount of
this funding goes directly to these projects, thereby protecting the health of their
local communities and limiting the adverse effects of growing airport capacity. If we
fail to do so, then the tremendous economic and societal benefits that come along
with improved airspace efficiency, newer aircraft technologies, and increased airport
capacity risk being completely ignored by public.

I look forward to hearing from the witnesses on this important issue. I yield back.

Mr. DEFAz10. Thank you.

Mr. LARSEN OF WASHINGTON. Thank you, Chair. I will now turn
to our witnesses. We will be hearing testimony from witnesses on
two panels today, with each panel followed by questions from Mem-
bers.

So, on the first panel today we have Kevin Welsh, who is the Ex-
ecutive Director of the Office of Environment and Energy at the
FAA. Accompanying Mr. Welsh is Beth White, Senior Strategist for
Public and Industry Engagement at the Air Traffic Organization,
the FAA; and Mike Hines, Manager, Office of Planning and Pro-
graming, Office of Airports at the FAA. Mr. Welsh, I think, will be
giving the testimony. Ms. White, Mr. Hines, and Mr. Welsh will all
be available for questions.

And then, after Mr. Welsh’s testimony, we will hear from Heath-
er Krause, who is a frequent visitor here at the committee, and the
Director of Physical Infrastructure at the Government Account-
ability Office.

Thank you for joining us today, and we will turn now to Kevin
Welsh of the FAA for your testimony.

Without objection, your full written statement will be included in
the record. Since that is the case, the subcommittee requests you
limit your oral testimony to 5 minutes. Mr. Welsh, you may pro-
ceed.
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TESTIMONY OF KEVIN WELSH, EXECUTIVE DIRECTOR, OFFICE
OF ENVIRONMENT AND ENERGY, FEDERAL AVIATION AD-
MINISTRATION, ACCOMPANIED BY BETH WHITE, SENIOR
STRATEGIST FOR PUBLIC AND INDUSTRY ENGAGEMENT,
AIR TRAFFIC ORGANIZATION, FAA, AND MICHAEL HINES,
MANAGER, PLANNING AND ENVIRONMENTAL DIVISION, OF-
FICE OF AIRPORTS, FAA; AND HEATHER KRAUSE, DIREC-
TOR, PHYSICAL INFRASTRUCTURE, U.S. GOVERNMENT AC-
COUNTABILITY OFFICE

Mr. WELSH. Good morning, and thank you, Chair DeFazio, Chair
Larsen, Ranking Member Graves, and members of the sub-
committee. Thank you for inviting me and my colleagues to speak
with you today about the Federal Aviation Administration’s role in
reducing the impact of aircraft noise exposure.

The FAA’s core mission is to provide the safest and most efficient
aerospace system in the world. We are also committed and work
closely with stakeholders to address the environmental impacts of
aviation, such as climate change, local air quality, and noise. With
respect to noise, the FAA’s first actions to address noise were in
the early 1960s, and we have continued to take action and address
this issue seriously in the decades since.

Over time, with quieter aircraft, new operational procedures, and
land-use planning measures, the country has seen a dramatic re-
duction in aircraft noise exposure. Since the 1970s, the number of
people living in areas exposed to significant levels of aircraft noise
declined from 7 million to around 450,000 in 2019. At the same
time, the number of passengers increased from 200 million per year
to nearly 1 billion per year. So, we have seen an overall reduction
in noise contrasted with a steady growth in air traffic and pas-
sengers.

This is important context for where we are today. We do not
share this information to minimize the ongoing concerns that air-
craft noise has on communities and their experiences today. In-
stead, it is both to note the track record of improvement in the sec-
tor and highlight that, with the improvements made to date, fur-
ther improvements have become increasingly more challenging. Ad-
dressing the noise concerns from one community or neighborhood
will often result in noise impacts to another.

At the FAA, we are not standing by and, instead, have increased
our efforts to address aircraft noise exposure and engage with
stakeholders and communities. As we have long emphasized, suc-
cessfully addressing aircraft noise requires collaboration and co-
operation among all aviation stakeholders, including air carriers,
airports, manufacturers, and communities. And we will continue to
increase our collaboration to better address the issue.

With respect to technology and reducing aircraft noise at the
source, the FAA is working closely with aerospace companies
through the Continuous Lower Energy, Emissions, and Noise Pro-
gram, or CLEEN, to accelerate the development and introduction
of new technologies that will reduce noise, emissions, and fuel
burn. The CLEEN Program has already led to the introduction of
quieter technologies in today’s aircraft fleet.

Another important tool is the FAA’s Airport Noise Compatibility
Planning Program. Since 1983, the program has provided more
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than $10 billion in funding to more than 250 airports to support
changes in local land-use planning, sound insulation, aircraft noise
abatement procedures, and other measures.

In recent years, we have also significantly increased the FAA’s
community engagement on noise issues. Our community engage-
ment framework is based on nine regional teams, each with a re-
gional administrator, an air traffic service center, and other FAA
officials who work with community engagement officers to work di-
rectly with communities to listen, share information, and address
noise concerns. This is a top issue for our regional administrators,
and we are carrying out efforts all across the Nation on a daily
basis.

In line with this increased engagement, we have also launched
the FAA’s noise portal. This noise portal provides information on
aircraft noise and a place to submit noise concerns and complaints
directly to the FAA.

In late 2021, we initiated a comprehensive review of FAA’s noise
policy. This review will identify updates and improvements to the
FAA noise policy based on the latest data and information avail-
able. This is a wide-ranging review, and will include evaluation of
the day-night average sound level, known as DNL, as well as the
65 DNL threshold. We will also explore whether and under what
circumstances supplemental noise metrics are appropriate. Most
important, this review will include stakeholder outreach and en-
gagement as part of the process, and before recommending any pol-
icy changes.

Finally, I would like to also note that nearly all the directives in
the noise and environmental subtitle of the FAA Reauthorization
Act of 2018 are complete, and we remain committed to completing
the rest in a timely manner.

Chair Larsen, Ranking Member Graves, Chair DeFazio, members
of the subcommittee, in summary, the FAA is and will continue to
be fully committed to addressing the effects of aviation noise on
communities, and working closely with all of our stakeholders and
elected officials to do so. Thank you.

[Mr. Welsh’s prepared statement follows:]

———

Prepared statement of Kevin Welsh, Executive Director, Office of
Environment and Energy, Federal Aviation Administration

Chair Larsen, Ranking Member Graves, and Members of the Subcommittee:
Thank you for inviting me to speak with you today about the Federal Aviation Ad-
ministration’s role in reducing the impact of aircraft noise exposure. My name is
Kevin Welsh and I am the Executive Director of the FAA’s Office of Environment
and Energy. My office conducts research, develops policy, and collaborates with
other FAA offices and the aviation community to address aircraft noise. Accom-
panying me today are my colleagues in this effort: Michael Hines, Manager of the
Planning and Environmental Division in the Office of Airports; and Beth White,
Senior Strategist for Community and Industry Engagement.

The FAA’s core mission is to provide the safest and most efficient aerospace sys-
tem in the world. This mission also includes addressing the environmental impacts
of aviation, such as climate change, local air quality, and noise. Congress first gave
the FAA the responsibility to regulate and address aircraft noise in 1968. In the dec-
ades since, the FAA has established a strong track-record of addressing the impacts
of aircraft noise on communities by reducing noise from airplanes and engines
through technology development and standard-setting, adopting Federal guidelines
for compatible land use, providing Federal financial assistance for noise mitigation
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measures, working with airport sponsors and stakeholders to develop noise abate-
ment procedures, and communicating with stakeholders. Today, I would like to pro-
vide you with a summary of what we’ve done to achieve a substantial reduction in
exposure to aircraft noise since that initial congressional mandate and outline our
recent actions and plans to continue to address aviation noise and reduce exposure
where possible.

Successfully addressing aviation noise requires collaboration, cooperation, and co-
ordination across aviation stakeholders, including the FAA, air carriers, airports,
aircraft manufacturers, local land use planning authorities, communities, and elect-
ed officials. Decisions about flight times, number of operations, and aircraft types
are in the scope of private industry. Land use planning near airports, including the
proximity of residential development, schools, and other noise-sensitive uses, is ad-
dressed at the state and local level. In short, the FAA has an important role in tak-
ing action to address aircraft noise, but we cannot do it alone.

PROGRESS OVER TIME

During the last 50 years, we have seen a dramatic reduction in noise exposure
despite a nearly five-fold increase in the number of passengers transported in the
U.S. aviation system. Since the mid-1970s, the number of people living in areas ex-
posed to significant levels of aircraft noise! in the United States has declined from
roughly 7 million to about 440,000 in 2019. At the same time, the number of pas-
sengers has increased from approximately 200 million in 1975 to approximately 935
million in 2019. We are not, however, asserting that aircraft noise exposure is no
longer a concern. Instead, exposure to aircraft noise has changed over time and
making further reductions in noise has become more challenging. The FAA is not
standing by, but instead we have increased efforts to understand and address air-
craft noise reflecting today’s environment.

Today’s civilian aircraft are quieter than at any time in the history of jet-powered
flight, but there are many more operations. The noise produced by one Boeing 707—
200 flight, a typical airplane in the 1970s, is equivalent in noise to 30 Boeing 737—
800 flights that are typical today.2 While communities no longer experience very
loud single flights, like the airplanes of the 1970s, they do experience more frequent
operations of much quieter airplanes. This change in noise exposure has changed
the way in which communities are impacted by noise. Despite this, the FAA has in-
creased efforts to understand and address aircraft noise reflecting today’s environ-
ment.

CONTINUED EFFORTS TO REDUCE AIRCRAFT NOISE

The FAA, aircraft manufacturers, and airlines continue to work toward further re-
ducing aircraft noise at the source through efforts like the Continuous Lower En-
ergy, Emissions, and Noise (CLEEN) Program, which began in 2010. The FAA’s
CLEEN program provides funding to develop and accelerate the introduction of
technologies that will reduce noise, emissions, and fuel burn. The technologies dem-
onstrated during the first phase of CLEEN are estimated to result in a decrease in
the land area exposed to noise by 14%. In 2021, the FAA initiated the third phase
of CLEEN with over $100 million in funding and including a target for community
noise exposure.

In addition to research and development, the FAA plays a leadership role in the
development of international standards for noise certification at the International
Civil Aviation Organization, including the establishment of the currently applicable
Stage 5 noise requirements that were agreed in 2013, and a recent decision to evalu-
ate the possibility of a more stringent noise standard.

LAND USE PLANNING AND AIRPORT NOISE COMPATIBILITY

Another factor in the reduction of aircraft noise exposure has been cooperative ef-
forts by airports, airlines and other aircraft operators, State and local governments,
and communities to reduce the number of people living in areas near airports ex-
posed to significant levels of aircraft noise or provide other means of mitigation.

1Under longstanding FAA policy, the threshold of significant aircraft noise exposure in resi-
dential areas is a Day-Night Average Sound Level of 65 decibels (dB). See the “Aviation Noise
Abatement Policy,” issued by the Secretary of Transportation and the FAA Administrator in
1976. This document is available on the FAA website at https:/www.faa.gov/regula-
tions policies/policy guidance/envir policy/.

2Based on an average of approach and takeoff certificated noise levels as defined in 14 CFR
part 36.



13

Under the FAA’s Airport Noise Compatibility Planning Program3, airports may
choose to consider measures to reduce existing noncompatible land uses, prevent
new noncompatible land uses, and provide mitigation in areas exposed to significant
levels of aircraft noise. Since 1983, the FAA has provided over 510 billion to more
than 250 airports to use this program to implement changes in support of local land
use planning and zoning, sound insulation, acquisition of homes and other noise-
sensitive property, aircraft noise abatement routes and procedures, and other meas-
ures. The FAA issues grants to airport operators and local governments to fund
noise mitigation projects under the program, including to sound-insulate homes,
schools, and other noise-sensitive facilities. The FAA encourages participation by
providing financial and technical assistance to airports to develop noise exposure
maps and noise compatibility programs and to implement eligible noise-related miti-
gation measures, depending upon the availability of funding.

AIRSPACE MODERNIZATION

In 2012, Congress directed the FAA to accelerate Next Generation air traffic tech-
nologies.# The introduction of satellite-enabled Performance Based Navigation
(PBN) procedures and more precise flight paths has improved the safety and effi-
ciency of the national airspace system. It has also provided noise benefits by reduc-
ing the geographical area that flight paths cover, resulting in a reduction in the
overall number of people exposed to aircraft noise. At the same time, however, the
implementation of PBN, combined with a growth in air traffic, has increased the
concentration and number of flights over certain communities. These changes, both
air traffic procedures and air traffic growth, have resulted in new and increased con-
cerns about aircraft noise, particularly by communities that are experiencing an in-
creased number of flights, even if the overall noise levels have decreased. As a re-
sult, the FAA has significantly enhanced its focus on addressing noise concerns and
working with communities, airports, and other key stakeholders.

COMMUNITY ENGAGEMENT

Since the initial years of PBN implementation, we have greatly expanded commu-
nity outreach beyond the process requirements of the National Environmental Pol-
icy Act of 1969 to include broad and ongoing communications with airports, elected
officials, and community leadership through ad hoc committees, task forces, and air-
port and community sponsored roundtables. Some of the most productive community
groups are typically made up of representatives from multiple communities around
an airport, who are or may be affected by aircraft operations, and may include the
airline industry and other stakeholders who may serve in an advisory capacity. The
FAA is fully committed to meaningful engagement and open dialogue with those af-
fected by airspace changes and we routinely engage the public to understand spe-
cific challenges and concerns.

The FAA’s community engagement framework is based on nine regional teams,
each staffed by a regional administrator, a service center, and other FAA officials
who work with community engagement officers to determine how to best engage
with communities.5 Our approach to community engagement is guided by time and
experience proven practices and techniques described in detail in our Community
Involvement Manual and our Community Involvement PBN Desk Guide. The FAA
is constantly participating in community engagement activities and initiatives
across the nation.

IMPROVED SYSTEMS

In addition to extensive outreach, we are constantly striving to provide commu-
nities with new tools that will help them access noise information resources. As part
of our Noise Complaint Initiative, we have taken several meaningful actions to pro-
vide greater transparency regarding aviation noise complaints and inquiries sub-
mitted by the public. Through this initiative, the FAA seeks ways to address the
underlying issues raised by the public, proactively educate, inform, and engage in
aircraft noise issues, and partner with airports to gather their complaint data and
better understand nationwide concerns. As part of this initiative, members of the
public can, for example, access our web-based noise resources to learn more about
aviation noise, access information on FAA noise research and noise programs, as

3This process is outlined under 49 U.S.C. 47501 et seq., as implemented by 14 CFR part 150.

4See section 213 of PL 112-95: https://www.congress.gov/112/plaws/publ95/PLAW-
112publ95.pdf.

5https://www.faa.gov/air traffic/community engagement/.
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well as understand how to make a noise complaint.6 The FAA has also designed a
noise portal that accepts detailed complaint information and allows users to file
noise complaints directly with the FAA.7? For quick answers to frequently asked
questions related to FAA’s metroplex program, flight path information, regional ad-
ministrators, and community engagement in general, users can also access our
“chatbot”. The chatbot is an artificial intelligence powered chat function that en-
ables users easy access to the vast information on the FAA website.

NOISE RESEARCH AND PoLICY

A key component of the FAA’s noise research program is to better understand the
effects of aircraft noise on individuals and communities through research into an-
noyance, health and human impacts (e.g., sleep, cardiovascular), speech inter-
ference, and children’s learning. We also conduct noise modeling and develop noise
metrics and environmental data visualization tools to help FAA and the aviation
community estimate and share environmental impacts of aviation in a way that is
accessible and understandable to the general public. These activities, including the
research and development of tools and models, are critical to addressing aircraft
noise, refining our approaches, and periodically updating policy.

As part of these efforts, we recently published the results of a nationwide survey
regarding annoyance related to aircraft noise—the Neighborhood Environmental
Survey.8 This was a multi-year research effort and is one of many current FAA re-
search efforts to update the scientific evidence of the relationship between aircraft
noise exposure and its effects on communities around airports. The survey results
were released along with an overview of FAA’s broader noise research program in
a January 2021 Federal Register Notice.? The notice requested public comment on
the scope and direction of FAA’s noise research program, and we received over 4,000
comments which are being reviewed to help inform the agency’s noise research pri-
orities and noise policy review planning efforts.

In late 2021, the FAA initiated a review of our noise policy as part of our ongoing
commitment to address aircraft noise. This effort will build on our work to advance
the scientific understanding of noise impacts as well as the development of analyt-
ical tools and technologies. Our review will be evidence-based, thorough, and col-
laborative. It will consider new evidence from the agency’s noise research program,
including from the Neighborhood Environmental Survey, and the distribution of en-
vironmental risks, tradeoffs, or externalities across communities. We expect to re-
view the continued use of the Day-Night Average Sound Level (DNL) as the FAA’s
primary noise metric for assessing cumulative aircraft noise exposure, as well as
whether DNL 65dBA should remain the definition of the limit for residential land
use compatibility and the significant noise exposure threshold. We also expect to ex-
plore whether, and under what circumstances, supplemental or alternative noise
metrics are appropriate to inform research and policy considerations. The review
process will identify and assess other policy options not noted here, consider feed-
back on the notice, and, if appropriate, recommend policy updates. We also antici-
pate that our noise policy review will include stakeholder outreach as we consider
any recommended policy changes.

CONCLUSION

The FAA is fully committed to a long-term effort to minimize the effects of avia-
tion noise as part of the FAA’s mission. To be successful, we will continue to work
closely with all stakeholders and elected officials. Thank you for the opportunity to
be here today.

Mr. LARSEN OF WASHINGTON. Thank you, Mr. Welsh.

Ms. Krause, you may proceed for 5 minutes.

Ms. KRAUSE. Chair Larsen, Chair DeFazio, Ranking Member
Graves, and members of the subcommittee, thank you for the op-
portunity to discuss our work on aircraft noise.

While the aviation system moves millions of people and goods
each day, the noise generated from aviation can severely diminish

6 https://www.faa.gov/noise/inquiries/.

7https://noise.faa.gov/noise/pages/noise.html.

8https://www.faa.gov/regulations policies/policy guidance/noise/survey/.

9 https://www.federalregister.gov/documents/2021/01/13/2021-00564/overview-of-faa-aircraft-
noise-policy-and-research-efforts-request-for-input-on-research-activities.
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the quality of life for nearby communities. Such noise can expose
residents to various negative effects, such as disrupted sleep and
health issues, and spur community objections to airport operations
and continued growth.

Mitigating and addressing aviation noise involves multiple stake-
holders. This includes affected communities, airports, aviation
manufacturers, and aircraft operators, as well as FAA, who man-
ages the air traffic control system and helps to fund airports.

Despite trends towards quieter airplanes and fewer people ex-
posed to noise, community concerns about noise have persisted. In
particular, FAA has been changing flightpaths around airports as
part of its efforts to modernize the air traffic control system with
performance-based navigation, or PBN. PBN allows for more pre-
cise flightpaths that reduce flying time, fuel use, and emissions.

Because of these new and more precise routes, noise is likely to
be concentrated over a smaller area, meaning that, while fewer
people may experience increases in noise, people directly under
PBN routes may have more persistent noise.

Affected communities and Members of Congress have raised con-
cerns about FAA’s implementation of PBN, including whether it
provided timely and adequate information about potential noise ef-
fects to the public.

My testimony today is based on our recent work examining
FAA’s efforts, and focuses on, one, how FAA engages with commu-
nities to understand and address noise concerns before and after
implementation of PBN; and two, areas for improvement.

In response to rising community concerns and legal challenges,
FAA increased its outreach efforts. For example, at locations where
PBN was first implemented, FAA only conducted briefings with air-
port officials. Later, FAA expanded its outreach to members of the
public, including holding public workshops and webinars.

However, community stakeholders across the country told us
that the information the FAA provided on potential noise impacts
was not clear enough to understand planned changes. In particular,
our analysis showed that the metric FAA uses to assess noise im-
pacts does not provide a clear picture of how changes in flightpaths
or activity may affect noise levels at a given location.

This metric, the day-night average sound level, or DNL, takes
into account multiple components of aircraft noise to create a single
metric. Because of this, the same DNL level may be associated with
vastly different numbers of flights at a given location. For example,
small numbers of relatively loud operations can result in the same
DNL as large numbers of quieter operations.

Because FAA relies on DNL for communicating noise impacts,
communities may not have the information needed to understand
how the number of flights over each location will change. After im-
plementing PBN, FAA primarily conducts outreach through com-
munity forums established to address the noise concerns and pro-
vide some guidance on this outreach. However, some forums are
unclear on how to engage productively with FAA and the extent to
which they could expect FAA assistance in proposing changes or
other measures to address noise concerns.

To address these various issues, we have recommended that
FAA, one, identify additional metrics for assessing noise impacts of
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new flightpaths; two, use additional tools to clearly convey expected
impacts; and three, improve guidance for communities on effec-
tively engaging with FAA. FAA concurred with our recommenda-
tions, and told us that they plan to act on them by the end of this
year.

Taking actions like these will also be critical as aircraft oper-
ations evolve and increase. In particular, emerging technologies
such as electric aircraft may present opportunities to reduce noise
with quieter operations, but they could also present new noise chal-
lenges if they operate at a higher frequency and closer to popu-
lations.

In closing, FAA has an ongoing responsibility to balance the
growing demand for aviation capacity against their noise effects on
communities. Although FAA is unlikely to eliminate all noise con-
cerns, improved information, expectations, and communication will
enable communities, airports, airlines, and FAA to better antici-
pate and more meaningfully engage on noise issues.

This concludes my statement. I look forward to answering your
questions.

[Ms. Krause’s prepared statement follows:]

——

Prepared Statement of Heather Krause, Director, Physical Infrastructure,
U.S. Government Accountability Office

AIRCRAFT NOISE: FAA SHOULD IMPROVE EFFORTS TO ADDRESS COMMUNITY
CONCERNS

Chair Larsen, Ranking Member Graves, and Members of the Subcommittee:

Thank you for the opportunity to testify today on our body of work related to air-
craft noise. While airports provide access to transportation for millions of people
each day, aircraft noise can be disruptive to communities. It can potentially expose
residents to a variety of negative effects, such as disrupted sleep and increased risk
for cardiovascular disease,! and spur community objections to airport operations and
continued growth. Despite trends toward increasingly quieter airplanes, community
concerns about noise have persisted, particularly with regard to changing flight
paths around airports as part of the Federal Aviation Administration’s (FAA) efforts
to modernize the national airspace. Moreover, new entrants to the national air-
space—such as uncrewed aircraft systems, commonly known as drones—may fur-
ther contribute to challenges with aviation noise issues. In coordination with stake-
holders, FAA works to address noise concerns by conducting research on aircraft
noise impacts, ensuring that aircraft meet federal noise standards, overseeing and
funding airport noise mitigation projects, and conducting community outreach re-
lated to potential noise effects of proposed changes to the national airspace, among
other efforts.

My testimony today is based largely on reports we issued in 2020 and 2021 re-
lated to aircraft noise.2 Specifically, this testimony primarily describes: (1) the tran-
sition of the U.S.-based commercial fleet to quieter airplanes and (2) FAA efforts to
engage with communities to understand and address aircraft noise concerns. To con-
duct our prior work, we reviewed relevant statutes and regulations. We also re-
viewed FAA documents on its application of aircraft noise standards, environmental
impact analysis and community engagement practices in relation to the agency’s im-

1M. Basner, C. Clark, A. Hansell, J. I. Hileman, S. Janssen, K. Shepherd, and V. Sparrow,
“Aviation Noise Impacts: State of the Science,” Noise & Health, vol. 19, no. 87 (2017) 41-50.

2See AIRCRAFT NOISE: Information on a Potential Mandated Transition to Quieter Air-
planes, GAO-20-661 (Washington, D.C.: Aug. 20, 2020); AIRCRAFT NOISE: Better Information
Sharing Could Improve Responses to Washington, D.C. Area Helicopter Noise Concerns, GAO—
21-200 (Washington, D.C.: Jan. 7, 2021); and AIRCRAFT NOISE: FAA Could Improve Outreach
through Enhanced Noise Metrics, Communication, and Support to Communities, GAO-21—
103933 (Washington, D.C.: Sept. 28, 2021).
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plementation of performance-based navigation (PBN).3 We interviewed FAA officials
and a range of industry and community stakeholders to discuss their perspectives
on the impacts of aircraft noise and efforts to address it. More detailed information
on our objectives, scope, and methodology can be found in each of the reports. For
this statement we collected and reviewed updated information from FAA on its ef-
forts to implement recommendations we made in our 2021 reports.

We conducted the work on which this testimony is based in accordance with gen-
erally accepted government auditing standards. Those standards require that we
plan and perform the audit to obtain sufficient, appropriate evidence to provide a
reasonable basis for our findings and conclusions based on audit objectives. We be-
lieve the evidence obtained provides a reasonable basis for our findings and conclu-
sions based on our audit objectives.

BACKGROUND

FAA has an ongoing responsibility to balance the growing demand for aviation ca-
pacity against the environmental concerns and effects on communities caused by
aircraft noise, whether that noise is caused by airplanes, helicopters, or new en-
trants to the national airspace. To address these concerns, FAA regulates aircraft
noise by ensuring compliance with relevant noise standards through its aircraft cer-
tification process. FAA is also charged with implementing and enforcing limitations
on the noise-related restrictions airports may place on aircraft operations (such as
limiting certain types of planes) as well as noise standards for airports’ noise mitiga-
tion projects that can receive federal funding.* FAA administers two programs—the
Airport Improvement Program and Passenger Facility Charge program—that may
fund airports’ noise mitigation projects, including sound insulation of homes and
other buildings near airports as well as land acquisitions. We last reported on these
programs in 2012.5

In addition to FAA, airports, airlines, and other stakeholders have a role in ad-
dressing aircraft noise. For instance:

e Most airports are owned and operated by public authorities, such as cities,
counties, or port authorities, which have primary responsibility for addressing
community concerns about noise. Airports help FAA identify noise sensitive
communities as well as participate in mitigation efforts such as funding the in-
stallation of sound insulation in homes and buildings exposed to significant air-
craft noise. Also, collecting and addressing noise complaints is a shared respon-
sibility between FAA and the airport authorities. Airport authorities generally
do not have control over many of the causes of aviation noise such as the types
of aircraft in service and traffic volume (generally controlled by airlines) or
flight paths (generally controlled by FAA, in coordination with airlines).

e Airlines have a role in addressing aircraft noise concerns by, for example, co-
ordinating with airports and FAA air traffic controllers to participate in vol-
untary airport noise abatement procedures or by transitioning their fleets to in-
clude newer, quieter aircraft.

e FAA has collaborated with helicopter industry groups to develop and update
“Fly Neighborly” procedures and guidance, a voluntary set of guidelines that
identify helicopter noise mitigation practices.

3 Performance-Based Navigation (PBN) involves making changes to existing flight procedures
(that is, paths for planes to fly through the air using pre-determined flight maneuvers) to transi-
tion from a ground-based air traffic control system to one that uses satellite navigation. PBN
procedures enable aircraft to fly a particular flight path more precisely, so aircraft will be closer
to the “center line” of a flight path than when using conventional navigation procedures. Our
work for GAO-21-103933 focused on PBN implementation at both metroplex projects (major
metropolitan areas with multiple airports and complex air traffic patterns for which FAA has
redesigned the airspace and deployed PBN procedures for several airports concurrently) and sin-
gle-site airports (individual airports for which FAA has designed PBN procedures).

4FAA administers Airport Noise and Access Restrictions (14 CFR Part 161) and Airport Noise
Compatibility Planning (14 CFR Part 150). Part 161 requires that certain airport operators re-
ceive approval from FAA to implement noise restrictions related to certain aircraft. Through the
Part 150 program, FAA provides guidance to airports on the types of land uses that are incom-
patible with certain levels of airport noise and provides a process for airports to develop noise
compatibility programs to reduce and prevent such uses. Airports that participate in this vol-
untary program can receive funding from FAA through the Airport Improvement Program for
noise mitigation projects such as soundproofing buildings.

5GAO, AIRPORT NOISE GRANTS: FAA Needs to Better Ensure Project Eligibility and Im-
prove Strategic Goal and Performance Measures, GAO-12-890 (Washington, D.C.: Sept. 12,
2012).
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MosT COMMERCIAL AIRPLANES ARE QUIETER THAN REQUIRED

FAA issues what is known as a “type certificate” as part of a certification process
for new aircraft designs to signify that the design is in compliance with applicable
airworthiness, noise, and other standards. Airplanes are certificated to the noise
standards that were in effect at the time of the type certificate application. In Au-
gust 2020 we reported that, based on FAA data and GAO estimates, most U.S. large
commercial jet airplanes were certificated at the minimum required stage 3 noise
standards, but nearly all of them would be able to meet more stringent noise stand-
ards.® By analyzing January 2020 data from airlines and aviation manufacturers,
we estimated that 96 percent of large commercial airplanes were manufactured with
technologies that are able to meet more recent and stringent stage 4 or 5 standards.
According to FAA officials and aviation stakeholders we interviewed, the primary
reason many large commercial airplanes certificated as stage 3 produce lower than
stage 3 noise levels is because engine and airframe technology has outpaced the im-
plementation of noise standards. More recently, in response to the decrease in travel
amid the COVID-19 pandemic, some airlines have accelerated retirement of certain
airplanes, some of which are certificated as stage 3. For example, one airline told
us it is retiring its MD-88 fleet—which constitutes the majority of its remaining
stage 3 fleet—and MD-90 fleet.

Stakeholders we interviewed generally agreed that a government-mandated tran-
sition (i.e. phase-out) of stage 3 airplanes would not substantially reduce airport
noise and could be costly and challenging. Since most U.S. large commercial jet air-
planes are certificated at the minimum required stage 3 noise standards, a phase-
out could require recertificating them to comply with stage 4 or 5 standards. This
process could be costly for operators and manufacturers but would provide little re-
duction in noise since we found that nearly all of those aircraft already meet the
more stringent noise standards. Further, airplanes currently unable to meet more
stringent standards would require modifications or face retirement. For older air-
planes that could not be recertificated to meet stage 4 or 5 standards, some opera-
tors could incur costs for replacement airplanes sooner than originally planned. Al-
though stakeholders indicated that a phase-out would not substantially reduce
noise, they identified other limited benefits newer airplanes generate, such as re-
duced greenhouse gas emissions and fuel consumption.” In addition, some stake-
holders noted that factors other than noise from stage 3 airplanes are key contribu-
tors to airport noise in recent years. Such factors include a large increase in the
number and frequency of flights at some commercial airports in recent years prior
to the COVID-19 pandemic and changes to flight paths raising community noise
concerns.

Looking to the future, emerging technologies may present opportunities to further
reduce aircraft noise. For example, as we reported in November 2020, companies are
developing innovative new aircraft designs, including electrically powered aircraft
and aircraft with vertical takeoff and landing capabilities.® Among these potential
future developments is the concept of advanced air mobility, which is expected to
take advantage of the potential lower operating costs of electrified aircraft in sup-
port of moving people and cargo more quickly between local, regional, and urban
places. According to FAA, significant technological improvements are expected to en-

6See GAO-20-661. FAA classifies airplanes that meet the various noise standards into 5
stages. Airplanes classified as stages 1 and 2 (the noisiest aircraft) have been prohibited by reg-
ulation and statute respectively from operating in the United States. Airplanes operating today
in the United States—classified as stages 3, 4, or 5—are much quieter. The Airport Noise and
Capacity Act of 1990 required large jet airplanes to comply with stage 3 noise standards by
1999, leading to a phase-out of the noisiest airplanes (stage 1 and 2 airplanes). Pub. L. No. 101-
508, § 9308, 104 Stat. 1388. Additionally, in 2013, FAA promulgated a rule in response to Sec-
tion 506 of the FAA Modernization and Reform Act of 2012 that required smaller airplanes to
comply with stage 3 standards by 2016. Adoption of Statutory Prohibition on the Operation of
Jets Weighing 75,000 Pounds or Less That Are Not Stage 3 Noise Compliant, 78 Fed. Reg.
39576 (July 2, 2013) (codified at 14 C.F.R. § 91.881); FAA Modernization and Reform Act of
2012, Pub. L. No. 112-95, § 506, 126 Stat. 11, 105.

7At the time of our 2020 report, the U.S. commercial airplane fleet was younger and quieter
when compared to the last time the federal government mandated a transition to quieter air-
craft. For example, according to February 2020 data we reviewed for passenger and cargo air-
lines, the average age of the passenger airplane fleet was approximately 12 years, and for the
cargo fleet, about 21 years. In comparison, in 2001, we reported that the average age of pas-
senger and cargo airplane fleet was approximately 26 and 31 years old, respectively. See GAO—
20-661.

8GAO, AVIATION CERTIFICATION: FAA Needs to Strengthen Its Design Review Process for
Small Airplanes, GAO-21-85 (Washington, D.C.: Nov. 16, 2020).
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able electrically powered aircraft that will reduce noise traditionally associated with
helicopter transportation.®

ADDITIONAL INFORMATION AND COMMUNICATION COULD HELP FAA BETTER
UNDERSTAND NOISE IMPACTS AND ENGAGE WITH COMMUNITIES

As directed in the FAA Modernization and Reform Act of 2012, FAA has contin-
ued modernizing the national airspace through NextGen, a multi-billion dollar effort
to implement technologies and capabilities, including PBN, which relies on satellite
navigation.1® PBN is intended to allow aircraft to fly more precise flight paths in-
tended to reduce flying time, fuel use, and emissions. The precision and predict-
ability of PBN procedures increase safety and may allow more planes to safely fly
in a given airspace at the same time or in closer succession, which in turn would
allow for increased airspace capacity if demand increases. However, because PBN
flight procedures are more precise, noise is likely to be concentrated over a smaller
area. As a result, while fewer communities overall may experience noise, those com-
munities directly under new PBN flight paths may experience more frequent noise.
Community concerns about increased noise after PBN implementation, among other
factors, have led to legal challenges and delays, reducing the realized benefits of
PBN.

As we reported in 2021, using additional metrics to assess the potential noise im-
pacts of proposed PBN flight path changes may provide FAA with a better under-
standing of such impacts.!1 Currently, FAA assesses the potential noise impact of
proposed flight path changes (such as PBN procedures) on locations within the area
surrounding an airport by using the Day-Night Average Sound Level (DNL) met-
ric.12 Our analysis showed that because DNL takes into account both the amount
of noise from each aircraft operation, as well as the average annual flights per day
at a given location, the same DNL may be associated with vastly different numbers
of flights above that location. As such, DNL does not provide a clear picture of the
flight activity or associated noise levels at a given location. For example, as shown
in figure 1, 100 flights per day can yield the same DNL as one flight per day at
a higher decibel level.

9Federal Aviation Administration, Concept of Operations, v1.0: Urban Air Mobility (UAM)
(Washington, D.C.: June 26, 2020).

10Pub. L. No. 112-95, § 213, 126 Stat. 11, 46-50.

11See GAO-21-103933.

12DNL is expressed in decibels (dB), which measure the intensity (or loudness) of a sound.
The higher the decibel level, the more intense the sound, and the louder it will be perceived.
The National Environmental Policy Act of 1969 (NEPA), as amended, implementing regulations,
and FAA’s implementing Order require FAA to examine the potential impacts associated with
a major federal action, including potential noise impacts. As a result, operational changes, such
as changes to flight paths, as well as airport development proposals, such as adding new run-
ways or otherwise expanding capacity, must be reviewed to identify potential noise effects.
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Figure 1: Different Numbers of Flights and Sound Exposure Levels Result in a Day-Night Average Sound
Level (DNL) of 65 Decibels

Day-Night Average
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Note: Sound exposure level (SEL) is a measure of the acoustic energy (that is, the sound pressure) of an
individual noise event as if that event had occurred within a one-second time period.

aDecibel (dB): A measure of sound intensity, or loudness.

bDay-Night Average Sound Level (DNL): A cumulative measure of aircraft noise exposure at a particular
location.

This analysis as well as recent research published by FAA demonstrate the limi-
tations of FAA relying solely on DNL to identify potential noise impacts. In January
2021, FAA issued the results of a survey showing a substantial increase in the per-
centage of people who are highly annoyed by aircraft noise, including at lower DNL
levels, as compared to earlier survey results. According to FAA, one factor that may
have contributed to this increase is changes to the nature of noise exposure, such
as changes to the number of flights overhead. Since no single metric can convey dif-
ferent noise effects, using additional metrics—such as changes in number of flights
overhead—in designing proposed flight paths could help FAA identify and address
potential noise concerns and better facilitate PBN implementation. We rec-
ommended that FAA identify appropriate supplemental noise metrics and cir-
cumstances for their use to aid in FAA’s internal assessments of noise impacts re-
lated to proposed PBN flight path changes. As of March 2022, FAA said it is con-
ducting a noise policy review and plans to consider whether and under what cir-
cumstances supplemental, companion, or alternative noise metrics are appropriate
to inform research and policy considerations. FAA plans to complete their initial
noise policy review by the end of 2022.

Over time, FAA has increased its community outreach efforts through the PBN
implementation process. For example, at locations where PBN was implemented
first, FAA only conducted briefings with airport officials. For later locations, how-
ever, FAA started to conduct more outreach with members of the public, including
public workshops and webinars among other outreach activities. However, FAA
could improve the public outreach it conducts prior to implementing PBN proce-
dures. We reported that most community stakeholders said the information FAA
provided on potential noise impacts during outreach efforts throughout the PBN-im-
plementation process was not clear enough to understand the planned changes. For
instance, because FAA described the impacts in terms of DNL, communities may not
have had the information needed to understand how the number of flights over each
location was expected to change. We recommended that FAA update guidance to in-
corporate additional communication tools that more clearly convey expected impacts,
such as other noise metrics and visualization tools related to proposed PBN imple-
mentation. As of March 2022, FAA said it plans to update guidance on community
outreach by the end of 2022.

FAA has also faced challenges in its outreach after implementation of PBN proce-
dures. After implementing PBN, FAA primarily conducted outreach through commu-
nity forums established to address noise concerns. However, members of some fo-
rums we spoke with were frustrated and unclear on how to productively engage
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with FAA to address noise concerns. FAA had provided some public guidance on this
process, but it was unclear about the extent to which communities could expect as-
sistance from FAA in proposing changes to flight paths that cause noise concerns.
For example, FAA’s guidance advises that FAA’s Air Traffic Organization can pro-
vide technical expertise on airspace procedural design when requested, but is un-
clear about the extent of the assistance available. We recommended that FAA pro-
vide clearer information to airports and communities on what communities can ex-
pect from FAA related to post-implementation outreach, including the technical as-
sistance FAA can provide. As of March 2022, FAA said it plans to develop an appro-
priate process and post-implementation outreach tools by the end of 2022.

In addition to its PBN-related outreach, FAA has established positions within re-
gional offices and headquarters to collect and respond to community complaints
about aircraft noise. Within the Office of Policy, International Affairs, and Environ-
ment, the Aviation Noise Ombudsman serves as a public liaison for questions and
complaints related to aircraft noise.'® Additionally, in response to a requirement in
the FAA Reauthorization Act of 2018, FAA established the Community Engagement
Officer position within each of FAA’s nine regional offices to serve as a regional om-
budsman and coordinate public outreach with the appropriate FAA officials.’4 As we
reported in 2021, FAA officials told us the agency seeks to respond to and address
the noise complaints it receives, and complaints are generally forwarded to the ap-
propriate regional offices.15

Related to helicopter noise complaints in particular, in 2021 we reported how FAA
and industry stakeholders collect and respond to helicopter noise concerns in the
Washington, D.C. area.1® According to FAA data for 2017 through 2019, over 50 hel-
icopter operators conducted approximately 88,000 helicopter flights within the D.C.
area, though limited data on noise from these flights existed.'” While FAA and oper-
ators reported taking steps to address public concerns on helicopter noise in the
D.C. area, the ability of FAA and operators to address noise issues in the D.C. area
was impeded because they did not consistently or fully share the information needed
to do so. FAA receives and responds to complaints on helicopter noise from the pub-
lic through its Noise Ombudsman and had recently developed online forms that im-
proved FAA’s ability to identify and respond to helicopter noise issues. However, ac-
cording to nearly all of the 18 operators we interviewed, FAA had not communicated
with them about helicopter noise or forwarded complaints to them. According to
FAA, this was due to limitations on personally identifiable information on complain-
ants that FAA can disclose to private operators. Similarly, operators often received
noise complaints from the public that were not directed to the correct operator, but
they did not typically share these complaints with FAA. As a result, operators had
not consistently responded to residents’ inquiries about helicopter noise and activity.
For example, Fairfax County Police Department officials estimated that over 80 per-
cent of noise complaints they received were unrelated to their flights, and thus they
were unable to determine the source of the noise that spurred the complaint.

We recommended FAA develop a mechanism to exchange helicopter noise infor-
mation with operators in the D.C. area. As of March 2022, FAA officials said they
were working to identify a mechanism to share complaint data with helicopter oper-
ators in the area. FAA officials also stated that they plan to conduct quarterly meet-
ings in the area with local helicopter operators to examine trends in helicopter com-
plaint data and discuss helicopter noise mitigation efforts. FAA officials said they
plan to begin holding and facilitating these meetings in spring 2022. Although our
work related to helicopter noise focused on the Washington D.C. area, other cities
may experience similar concerns about heavy helicopter traffic and, in general, seek-
ing to increase communication among FAA, operators, and stakeholders may assist
in addressing their concerns.

13The Ombudsman was established by the Federal Aviation Reauthorization Act of 1996. Pub.
L. No. 104-264, § 1210, 110 Stat. 3213 (codified at 49 U.S.C. § 106(q)).

14The FAA Reauthorization Act of 2018 required FAA to designate a regional ombudsman for
each of FAA’s regions. Pub. L. No. 115-254, § 180, 132 Stat. 3186, 3230. In addition to the re-
gional noise ombudsmen, FAA also has a noise ombudsman, which is a separate national posi-
tion that serves as a liaison with the public on issues regarding aircraft noise. FAA has also
formed a Noise Complaint Initiative group consisting of representatives from across FAA with
the goal of more efficiently and effectively responding to and addressing noise complaints.

15 For additional information, see GAO-21-103933 regarding the handling of noise complaints
related to airports and GAO-21-200 regarding the handling of noise complaints related to heli-
copters.

16 See GAO-21-200.

17The D.C. area was defined in our report as the area within 30 miles of Ronald Reagan
Washington National Airport.
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As FAA continues in its efforts to expand the use and types of uncrewed aircraft
systems and other emerging technologies into the national airspace system, these
new aircraft could present new noise challenges. For example, electric take-off and
landing vehicles have the potential for quieter operations but may also operate clos-
er to populations and raise new concerns for communities. FAA stated in 2020 that
stakeholder concerns about noise will need to be considered when designing cor-
ridors (defined airspace) where these aircraft might operate.l® In addition, contin-
ued growth in commercial space launches is expected, but as we reported in 2020,
stakeholders have expressed concerns that FAA’s process for licensing launch sites
may not adequately consider combined noise effects of commercial space activities
with aviation activities on surrounding communities.l® Assessing and addressing
community noise concerns will be critical as the nature and extent of aircraft oper-
ations continues to evolve and increase. Fully implementing our prior recommenda-
tions can help FAA more effectively understand the effects of aircraft noise and ad-
dress community concerns.

Chair Larsen, Ranking Member Graves, and Members of the Subcommittee, this
concludes my prepared remarks. I would be pleased to respond to any questions that
you may have at this time.

Mr. LARSEN OF WASHINGTON. Thank you very much for your tes-
timony. I will now recognize myself for 5 minutes. I will start with
Member questions.

First off for Ms. Krause, in your report, your GAO report, it ref-
erences communities that feel the FAA is simply, “checking a box”
in post-PBN implementation engagement, and you recommend the
FAA provide clearer information to communities on what they can
expect from the FAA. Is this a problem of the engagement process,
or is this an issue internally in the FAA about the ability to incor-
porate input from communities?

Ms. KRAUSE. I think what we had found is that offering clear ex-
pectations to communities on what they might get in terms of as-
sistance from FAA, and what that process should look like. And so,
that is where we had recommended to FAA to kind of clarify what
communities should expect and how that process might work.

Mr. LARSEN OF WASHINGTON. Mr. Welsh, what have you done
about that recommendation? And understanding that this might be
yours to answer or Ms. White or Mr. Hines.

Mr. WELSH. Yes, thank you. I will turn it to my colleague, Beth
White, for this question.

Mr. LARSEN OF WASHINGTON. Thank you.

Ms. WHITE. Thank you for the question. Yes, one of the things
I think we are referring to is, really, the level of expectation at the
roundtable—through that roundtable process with airports. And
the recommendation was to provide some clarity, really, on that.
We were working on a form that we have that we have on the
website talking about resources, how we best engage with
roundtables, how we best engage through the regional process. We
have reached out through our community engagement officers,
through our regional administrators, and updated some of that
guidance on our website very recently.

It is a challenge in looking at each one of these situations at a
roundtable, what we may or may not be able to do with each one
of those organizations, but we are doing our best to ensure that we
kind of manage to the realm of the possible. Heather just men-

18 Federal Aviation Administration, Concept of Operations, v1.0: Urban Air Mobility (UAM)
(Washington, D.C.: June 26, 2020).

19GAO, COMMERCIAL SPACE TRANSPORTATION: FAA Should Examine a Range of Op-
tions to Support U.S. Launch Infrastructure, GAO-21-154 (Washington, D.C.: Dec. 22, 2020).
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tioned managing expectations. That is where we are really starting,
is trying to make sure folks understand what we can and can’t do,
and continue to have a dialogue.

Mr. LARSEN OF WASHINGTON. So, Ms. White, maybe this might
be for you. What role is the regional ombudsperson playing in this
outreach?

Ms. WHITE. Thank you very much for that question. The commu-
nity engagement officer is also the regional ombudsman. They have
the designation of regional ombudsman.

And I want to first actually thank you, thank Congress for the
funding that is really a resource that we use here for hiring those
individuals. They have become the focal point for our community
engagement efforts.

In each one of the regions, there is a community engagement offi-
cer in each region. They are the representative that works with the
airport noise officer. And if there is a leadership position at an air-
port roundtable, they are responsible to be the collection point for
the discussion about what happens at that roundtable, the concerns
that may be raised by the community, and we have restructured
that process internally.

So, when we look at a new flight procedure or an airspace
change, that community engagement officer is part of that process.
They sit on that full working group, and they are there to raise the
concerns that they have heard in those roundtable meetings and
with those airports about community concerns. And if there is a
question about whether or not they are not being heard, they have
access to the regional administrator, and they have access to me
at headquarters to help elevate the issue.

Mr. LARSEN OF WASHINGTON. Thank you. Back to Ms. Krause.

In your report, you discussed—I believe in your report, you dis-
cussed identifying alternative metrics for sound, creating sound en-
velopes and such. Are there alternative metrics?

Ms. KRAUSE. Yes, and the FAA had actually developed a report
identifying some of those alternative metrics. And our rec-
ommendation is to—that no one metric is going to give a full pic-
ture of the noise impacts, but that looking at DNL along with some
other metrics where appropriate could be useful.

So, things like time above or flights above, to get a sense of how
much time folks are exposed to certain levels of noise, or how many
aircraft they are exposed to, as well as sound level exposure. So,
there are different metrics with different tradeoffs to consider.

Mr. LARSEN OF WASHINGTON. Yes, Mr. Welsh, do you have com-
ments on that, and how FAA might approach those alternative
metrics?

Mr. WELSH. Yes. And actually, I really agree with the comments
that my colleague from GAO just made, because, number one, we
currently today can use supplemental metrics and do. And number
two, as we have talked about today, the increased concentration
and number of flights has sort of changed the noise experience.

So, something like the number of flights above in a given period
of time may be a really important supplemental metric, but I think
most important is to underscore that all of these metrics have
tradeoffs. The current DNL metric absolutely has tradeoffs, but the
other metrics do, as well. So, in our current noise policy review,
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these are the types of things that we are looking at to make a rec-
ommendation on how to proceed.

Mr. LARSEN OF WASHINGTON. Great, thank you. I am going to
just turn my mic off for a moment and get direction on who is
going to be next on Q&A. Hold on a second.

[Discussion off the record.]

All right, great. The Chair recognizes Ranking Member Rep-
resentative Graves of Louisiana.

Mr. GRAVES OF LOUISIANA. Thank you, Mr. Chairman. I want to
thank the witnesses for being with us today.

Mr. Welsh, the FAA has a very complicated task and, again, has
an impressive safety record in regard to just the number of acci-
dents and incidents, the safest way to travel. The FAA is really
charged with, I guess, the safety and the efficiency of the National
Airspace System.

Mitigating noise is something that you look at, and you diligently
work to mitigate that, but can you talk about sort of the core mis-
sion of the FAA in regard to efficiency and safety, and sort of how
that is your top mission?

Mr. WELSH. Yes. Thank you, Ranking Member Graves, abso-
lutely.

Without question, that core mission of safety is the top priority
of the agency. And so, when it comes to particular noise proce-
dures, we are not going to trade off any amount of safety for noise.

That said, in many cases, we really can—we can—the gains can
go hand in hand. But when we are talking about maybe it being
more challenging today to identify improvements, it is because we
are talking about greatly increased numbers of flights in very com-
plex airspace. And there are safety issues to be considered, and
maybe ones that are not obvious to the general public.

So, these are things that we take into account, and we work very
carefully when we are looking at any changes to address noise con-
siderations because, absolutely, safety is our mission and our top
priority. Thank you.

Mr. GRAVES OF LOUISIANA. Thank you, and you touched on this
a little bit, both in the chair’s question and the one I just asked
you, but I first need to put those statistics I gave earlier in the
right context. I put them in the wrong context earlier. So, they
were—in 1970 there were 7 million folks that were exposed to high
levels of aviation noise, and that was reduced to 430,000 in 2018.

Can you talk a little bit—and again, I know you touched on this
a bit, but directly can you touch on the tools that the FAA has used
to have such a profound reduction in the number of people exposed
to high levels of noise whenever you have had an extraordinary in-
crease in the total number of flights during the same time?

Mr. WELSH. Yes. So, by far and away, the number-one reason for
that reduction over time is the improvement in technology. With
every generation of aircraft and engine, we see noise improve-
ments, although, again, it is becoming more limited and more chal-
lenging as we proceed.

Number two, noise abatement operational procedures that are in
place around the country.

And three, really importantly, the Noise Compatibility Program
run by FAA’s Office of Airports that I mentioned, as well.
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Those are really some of the three—the big components. And
then, of course, along with all of this, kind of working with commu-
nities, particularly in the last years, on ways to further mitigate
noise exposure.

Mr. GRAVES OF LOUISIANA. Thank you.

Ms. Krause, looking forward, I talked in the opening statement,
as did the chair, about incredible technologies in aviation space,
UAS and AAM. Considering the metrics, or sort of the data points
that we use now to measure noise impacts, what do we need to be
thinking about moving forward on how that needs to change re-
flecting new technology?

Ms. KRAUSE. In terms of new technology, I think thinking ahead
and better—now, better understanding the types of noise this tech-
nology might create, and the types of impacts, because they will
be—if projected as the industry is talking about, could be operating
at a much higher frequency and closer to population.

So, I think, first, understanding what types of noise that they
create and the noise impacts, and then having that inform sort of
standards and development of where these aircraft will operate.

Mr. GRAVES OF LOUISIANA. Thank you. I want to go back to the
FAA, to Mr. Welsh for just a minute.

Mr. Welsh, I was looking at some of the other data I mentioned
in my opening statement about the military’s working with the
Washington area on the helicopter flights, looking at National Air-
port, at Ronald Reagan National Airport. In 2019, two complainers
accounted for 22.3 percent of all the complaints. That was in excess
of 20,000 complaints a day, which is in excess of 50—excuse me,
20,000 complaints over the year, in excess of 50 complaints a day.
I am not sure what these people do for work, but I am curious.

I understand the FAA didn’t collect the data points, and doesn’t
oversee military operations. How do you use the noise complaint
data to inform your role in mitigating noise, and do some of these
outlier complaints that I referenced in my opening statement and
now, does that obscure the work?

Mr. WELSH. So, first of all, in the data that we collect, we see
a similar trend. About roughly 45 to 50 percent of the complaints
are repeat complaints from the same individuals.

However, our primary reason for taking—we take these com-
plaints and respond to them, so—to provide information where we
can to address the concerns. So, that is our kind of number-one role
we use. And now that we have this noise portal system that I men-
tioned, where we can better track the data, we are not using that
to necessarily make policy changes based on any individual com-
plaints, but we will use it to look at trends over time, or maybe
identify hotspots if we do see a spike in concerns in a particular
area.

So, the idea would be to use it over time, to kind of consider
trends. But it is not really the primary driver of our policy, particu-
larly given some of the issues that you pointed out.

Mr. GRAVES OF LOUISIANA. Thank you, Mr. Welsh.

I yield back.

Mr. LARSEN OF WASHINGTON. The Chair recognizes the chair of
the full committee, Representative DeFazio of Oregon, for 5 min-
utes.
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Mr. DEFAzIO. Thanks, Mr. Chairman.

Mr. Welsh, can you give us an example of where community en-
gagement has gotten proposed changes enacted to mitigate prob-
lems in a particular community?

Mr. WELSH. Yes. Thank you, Chair. I will turn this to my col-
league, Beth White.

Ms. WHITE. Thank you for the question, Representative DeFazio.

We have had pretty meaningful engagement on a number of dif-
ferent fronts with different communities. And I can actually point
to some successes in San Francisco, Oakland area, and the L.A.
Basin, and most specifically San Diego just recently, talking to the
airport there. They worked collaboratively with stakeholders and
the FAA and developed some solutions to some challenges, noise
challenges, in the area.

I would say that in not every instance is there a possibility for
there to be a solution. We have all mentioned that we are not re-
moving noise, we are moving noise. So, in some instances there are
the operational opportunity to move a flightpath, move a waypoint,
adjust the procedure in a way that doesn’t affect the safety and ef-
ficiency of the operation. But just because we don’t have that op-
portunity in every area, it doesn’t mean we are ceasing that en-
gagement. And we remain optimistic that there may be things as
we evolve, too, that may change that equation.

I think, really, what we are seeing is, the best way forward is
getting the communities and the airports and others engaged in
the process when it begins. So, not going back and trying to
deconstruct an existing flightpath, but having that meaningful en-
gagement on the front end of a project.

And we are really seeing that with the metroplex efforts in south
central Florida, and some of the ones that came along at the end
of our new enhanced community engagement. We have, in almost
each instance in Florida, we have areas where the community
brought to us as part of the process, working with the airport or,
again, community roundtables, we were able to incorporate positive
flight changes that impacted the community in a positive way.

So, I think that is really where we really want to head strategi-
cally in the future, is working with the front end of the project to
engage more with the community prior to it getting to a design and
implementation.

Mr. DEFAzIO. OK, that seems like some progress.

Looking at, Ms. Krause, your testimony and your graphics, I find
it is really extraordinary on page 7, how it seems to me that the
DNL is really a pretty indiscriminate measure when you see—you
can meet the standards with—have got one really loud plane—I
can’t even count on the bottom graph. I guess it is 1,000 at 84.4
decibels, but because of the dispersal you still meet 65 decibels.
This seems to really cry out for a new measurement, a new way
of measuring things.

Ms. KRAUSE. Yes, and that is why we are recommending the FAA
consider additional supplemental metrics to DNL.

I mean, changing DNL, as FAA is talking about reviewing, would
have some implications to consider in terms of whether you change
the metrics or change the threshold. There is regulatory and sort
of budget considerations.
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But regardless, we think, no one metric really does give a full
picture. And so, other metrics, as we were talking about in terms
of looking at the number of flights above, or the time above in
terms of exposed to certain thresholds of noise, looking at a number
of metrics will give communities a better understanding, and FAA
a better understanding of potential impacts.

Mr. DEFAZIO. OK. And you also were somewhat critical of the en-
gagement. We have been hearing about improved engagement, for-
ward engagement, pre-engagement before developing routes. Have
you seen that progress?

Ms. KRAUSE. In terms of following up on our recommendation, I
know FAA has said that they are looking to update some of their
guidance on the additional tools and information that might be
available by the end of the year. So, we look forward to taking a
look at those steps that they are taking in response to our rec-
ommendations.

Mr. DEFAzIO. OK, thank you.

Thank you, Mr. Chair.

Mr. LARSEN OF WASHINGTON. Thank you. I will now turn to Rep-
resentative Fitzpatrick of Pennsylvania.

You are recognized for 5 minutes.

[No response.]

Mr. LARSEN OF WASHINGTON. Just waiting on Representative
Fitzpatrick. All right.

[No response.]

Mr. LARSEN OF WASHINGTON. All right.

Representative Van Duyne.

[No response.]

Mr. LARSEN OF WASHINGTON. OK.

Representative Steel.

Mrs. STEEL. Thank you very much, Mr. Chairman.

Mr. LARSEN OF WASHINGTON. You are recognized for 5 minutes.
Go ahead.

Mrs. STEEL. Great. The residents of Orange County and of my
district care a lot about our airports. In addition to the convenience
of having a world-class airport close to home, my constituents are
also deeply concerned about the impacts noise and pollution have
on our community.

Today I want to focus, as I have before, on the need for greater
community engagement by the FAA with our constituents who are
most impacted by airport noise. And we went through all these
hearings with the FAA for a long time going through the metroplex
implementation.

FAA has limited the community engagement officer’s interactions
to only interacting with the communities that have formed a formal
roundtable. This means many in my district are excluded from
working on solutions.

Mr. Welsh, it is my understanding that the law currently does
not limit how the FAA ombudsman offices interact with local com-
munities to address their concerns. Communities in my district
have shared with me that FAA ombudsmen are not engaging with
their communities outside of a formal roundtable. What does the
FAA need to help fuel these critical conversations at the local level
in a timely fashion?
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Mr. WELSH. Thank you, Representative Steel. I am going to hand
this to Beth White.

Ms. WHITE. Thank you, Representative Steel. Yes. In looking at
communities around airports, we have found that it is the most ef-
fective way to use the historical place for communities to talk. And
that is usually an airport and an airport-sponsored roundtable.
And that is really because each individual community may have a
desire to have a plane in one area versus another. It doesn’t be-
come that larger consensus conversation that the community is
making a decision, it would be an individual community.

Now, I understand that the Orange County John Wayne Airport
does not have a roundtable. That does not preclude the commu-
nities to bring a proposal—if they would like to see something ad-
dressed—to the airport, and the airport can bring it to us if that
roundtable does not exist.

I will tell you that we were very successful in northern California
in putting together and producing a community forum to talk
about, in a post-metroplex world, how the operations are working,
bring the stakeholders together, and then have a question-and-an-
swer period to talk about what we might be able to do. We have
had discussions about a similar type of meeting in southern Cali-
fornia, which would allow questions and answers on these issues
with your constituents. We are confirming and working with the
community and the stakeholders now, but that would be another
alternative that we’d offer.

But meeting with individual communities doesn’t have a produc-
tive effect, because each community has a parochial interest in
where they would like to see the aircraft move.

Mrs. STEEL. Ms. White, actually we have a roundtable with city
council members from Newport Beach, Costa Mesa, the city of
Santa Ana and Tustin. So, we are having—it is not just one com-
munity meet the groups, but this is a roundtable that—you know,
constantly asking. But those meetings have been very hard to set
up, except it has to go through my office to do it. When I was su-
pervisor, we used to try to have a meeting, and then we had one
meeting since I came to Congress.

So, you know what? Let’s have a little more discussion after this
hearing. I would love to talk to you, and I would love to introduce
you to the roundtable if you don’t know anything about it.

And then how can Congress improve the Office of Ombudsman
to truly make them community engagement officers?

Ms. WHITE. Well, the community engagement officers, as I men-
tioned before, are an integral part of our team. They are the cen-
tral focal point for all of the issues. And they coordinate with our
Air Traffic Organization, they coordinate with our Airport District
Offices, our Office of Communications, our regional administrators,
our service centers. They are the point in bringing the issues that
they see in the community and through their engagement back to
the team.

They work, again, as I mentioned, with each one of the regions.
They report up and make sure I am aware of issues so I can bring
those to the headquarters’ attention. I feel like they are really help-
ing us integrate and increase our engagement efforts.

Mrs. STEEL. OK. So, you mean that you have officers that——
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Mr. LARSEN OF WASHINGTON. The Representative’s time has ex-
pired, and you can follow up with Ms. White. We are going to turn
to Representative Carson of Indiana.

You are recognized for 5 minutes.

Mr. CARSON. Thank you very much, Chairman.

Just briefly—I am curious. Noise mitigation impact on air traffic
efficiency, our committee has strongly supported efforts to improve
the efficiency of air traffic management with performance-based
navigation. This has also improved fuel efficiency and benefits to
our environment. But I don’t think we adequately anticipated the
increase in noise level with the concentrated flightpaths.

How can noise mitigation be improved without diminished effec-
tiveness for the air traffic improvements, or even fuel efficiency?

And where are the approaches that have worked well that could
be utilized in other locations?

Mr. WELSH. Thank you, Representative. That is a great question,
and also one of the more difficult questions that we are currently
addressing.

It is particularly regarding that tradeoff of efficiency and noise
procedures because we really do, when we look at these issues,
need to look at them on a case-by-case basis if we are considering
changing procedures to address noise concerns.

So, I don’t have a specific example for you right now. Perhaps
one of my colleagues does. But it is an area that we are very fo-
cused on and that we actually—we review. We will look at the fuel
burn associated with changes. We will consider those tradeoffs
when we are looking at these procedures, because, as you know, we
are also very focused on opportunities to continue to reduce emis-
sions and fuel burn from flights throughout the National Airspace
System.

And I will just pause to see—I don’t know if any of my colleagues
want to add anything to that.

[Pause.]

Mr. WELSH. OK, that is it. Thank you.

Mr. CARSON. OK, second question: disproportionate impacts.

Many of my colleagues have pointed out, unfortunately, that
some of the communities impacted the most by the worst of these
noise problems are disadvantaged communities. Are noise mitiga-
tion actions being carried out in a way that doesn’t double down
on disproportionate impacts on disadvantaged communities?

Mr. WELSH. Thanks, Representative Carson. That is also a really
good question. And I think I will start by saying, with President
Biden’s top priority on environmental justice and equity—and that
really has flown down through the FAA—it is one of the top focuses
of our Deputy Administrator, Brad Mims.

And so, when we undertake environmental reviews, and work on
the issue of aircraft noise, we are absolutely focused on how we can
improve environmental justice and equity in those decisions.

That is not to say that we are doing it perfectly, and that there
is not a lot of work to do. There is, in fact, yes, absolutely, a lot
of work to do to make this a more equitable topic and to reduce
impacts on disadvantaged communities. But it is certainly among
our top priorities, as we look at this issue.

Mr. CARSON. Thank you. Thank you. Thank you all.
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Thank you, Chair, I yield back.

Mr. LARSEN OF WASHINGTON. Thank you. The Chair recognizes
Representative Fitzpatrick of Pennsylvania for 5 minutes.

Mr. FirzPATRICK. Thank you, Mr. Chairman. I have a question
for Mr. Welsh.

The Trenton-Mercer Airport. The flightpath is right over my dis-
trict, and my constituents are directly impacted by an airport that
is not even located in the State that I represent. TTN is currently
seeking FAA approval for an “improvement project.” I believe that
this is an expansion project because, among other factors, it will
make two outdoor and partially used gates into two indoor, fully
used gates, which will clearly lead to a significant increase in traf-
fic. This project includes building a brandnew terminal building
over existing wetlands to house all four gates.

And obviously, my constituents, as am I, are rightfully concerned
about the increase in noise and environmental impacts of this ex-
pansion. I believe that a cost-benefit analysis would show that
TTN’s goal is to increase traffic.

So, my question, sir, for Mr. Welsh, why doesn’t the FAA require
and publish a cost-benefit analysis for airport projects?

Mr. WELSH. Thank you, Representative Fitzpatrick. I am going
to turn this to my colleague, Mike Hines, from the Office of Air-
ports.

Mr. HINES. Thank you for that question. Well, the FAA does re-
quire a benefit-cost analysis for projects if the sponsor is seeking
funding in excess of $10 million for capacity projects.

We understand this project to be a replacement project, as you
said. And what we look at is what is the purpose of the project, and
is it justified. And it is our understanding that this is a replace-
ment terminal project, replacing what is currently there, that it
will meet the needs of the forecast demand, which was included in
the environmental assessment.

When you replace an old, aging facility, there are certain require-
ments that have to be met for today’s standards. For example, the
ADA, so the Americans with Disabilities Act standards have to be
met. So, there are provisions in the new terminal for those. The
Transportation Security Administration guidelines have to—our
standards have to be met. So, a lot of times there is additional
space just for those requirements.

We also understand that they are taking two aircraft that are es-
sentially operating on the apron, and putting them on a contact
gate. We think that does a couple of things: it provides a higher
level of service; it provides security and safety for the passengers.
Any time that you have—passengers have to walk out of a terminal
onto an apron and onto an air stair, there are safety concerns for
the passenger, and there are certainly security concerns for the air-
port.

Mr. FrrzpaTRICK. Mr. Hines, this project calls for making two
rarely used outdoor gates into fully operational internal gates. So,
would you agree that, by moving these two gates indoors and mak-
ing them fully operational, it can cause an increase of annual [in-
audible] in airport traffic?

Mr. HINES. So, the way we typically look at projects is we will
do the forecast, and is the project meeting the forecast require-
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ments. What you are talking about is induced demand, and we be-
lieve that the forecasts that were developed for this project are
sound, and the facility that is being proposed will meet those re-
quirements.

The desire for an airline, rather, to fly into a certain airport is
a lot based on their business plan and, really, where their routes
are currently structured.

Mr. FrrzpATRICK. TTN has submitted traffic numbers that do not
show their full growth over the last decade, another thing I would
like you to address. The FAA employment data cited that this
project uses 9 years of growing numbers plus 2020 figures to hide
the pattern of growth.

So, could you tell us why the FAA would allow 2020, an outlier
for air travel, to be included in the FAA forecasted data?

Mr. HINES. Well, it was my understanding that the forecasts
were published in 2020 but used 2019 numbers. And, of course, we
saw a decline in numbers through COVID, and the numbers, at
least in the current draft, catch back up in a couple of years, and
show modest growth through the planning period.

Mr. FrrzpATRICK. Mr. Chairman, I yield back.

Mr. LARSEN OF WASHINGTON. Thank you. The Chair now recog-
nizes Representative Kahele of Hawaii for 5 minutes.

Mr. KAHELE. Mahalo, Chair Larsen, Ranking Member Graves,
and thank you for leading this issue that is of critical importance
to my constituents here in Hawaii, which is aviation safety, avia-
tion noise, and environmental impacts.

Mr. Chairman, the number-one issue in Hawaii is helicopter
commercial air tour activities, and the associated noise throughout
the State, which has been a topic of legislative and regulatory in-
terest at both the Federal and State level for over 30 years.

On the island of Hawaii in 2017, the Hawaii Volcanoes National
Park experienced 16,520 commercial air tours a year, second only
in the Nation to the Statue of Liberty. That is an average of 46 air
tours every single day, 365 days a year, over one of the Nation’s
most treasured national parks.

I really believe that Americans that go to our beloved national
parks should be able to experience them in its quiet and pristine
condition. However, air tour management plans, first passed by
Congress in 2000, 22 years later have still not been implemented
in Haleakala National Park or Hawaii Volcanoes National Park.

According to the FAA, there are a total of 49 air tour operators
conducting tours in the State of Hawaii. And at the core of regula-
tion in Hawaii is the Hawaii Air Tour Common Procedures Manual
and the air tour management plans over our national parks.

My question is for Mr. Welsh.

The last time the Hawaii Air Tour Common Procedures Manual
was published was in August of 2008. It has lived beyond its useful
life, and needs to be updated by the local Flight Standards District
Office. There have been significant changes to population density
and land use since then, and I believe that the FAA and our local
FSDO need to implement new policies and procedures for rotary-
wing and commercial air tours, because the current situation in
Hawaii is unsustainable. So far, there has been very limited com-
munity input and lack of urgency in updating this manual.
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So, my question is, can I get an update from you on both the air
tour management plan for Hawaii Volcanoes National Park and
Haleakala?

And do you have an update on the Hawaii Common Air Tour
Procedures Manual?

And moving forward, will I have your commitment in working to-
gether with community organizations and neighborhood boards
here in Hawaii through the local Flight Standards District Office
to update new policies and procedures, and ensure that they are
not written exclusively by the local FSDO and air operators?

Mr. WELSH. Thank you, Representative Kahele.

Just starting with the last one, yes, you have our commitment
on that score. As you mentioned, the Common Procedures Manual
is something that needs to be updated. And the FAA’s flight stand-
ards organization is planning to update the procedures associated
with that, and modernize how we do that, and will absolutely in-
clude public engagement with the communities in Hawaii before
doing that, while doing that.

The second topic, on the air tour management plans, the FAA
and the National Park Service are currently developing air tour
management plans for 24 national parks. We expect to complete
approximately 12 to 15 of those by this summer. However, for the
parks in Hawaii, it will take a bit longer to do because of the envi-
ronmental considerations involved, the number of operations, and
considerations regarding Tribal engagement. So, we are planning
for that to take a little bit longer, but that is in part due to, like
I said, the level of helicopter traffic there, and all of the stake-
holder interest and consultations. But we are hard at work on that,
and we are very closely working with the National Park Service on
those air tour management plans. Thank you.

Mr. KAHELE. All right. Thanks, Mr. Welsh, I appreciate your
commitment on that.

And mahalo, Mr. Chairman, and I yield back.

Mr. LARSEN OF WASHINGTON. Thank you. I will now recognize for
5 minutes the Representative from Minnesota, Representative
Stauber.

Mr. STAUBER. Thank you, Chair Larsen and Ranking Member
Graves, for holding this very important hearing today, and I want
to thank all the witnesses for their testimony.

I won’t have any questions, but I just want to make a few com-
ments, and I agree with many of my colleagues today in the sense
that noise mitigation really is a community issue. It is one that
should be addressed at a local level, with the help of Federal re-
sources.

There are plenty of folks who will never be happy with any
amount of effort that industry, the community, or the airport itself
puts in to mitigate noise and disturbances.

However, I would like to highlight an airport in my district that
is truly doing it right. The Duluth International Airport has been
an outstanding member of the community, and a proud home of the
148th Fighter Wing. They have been incredibly engaged with the
community and proactive in voluntarily commissioning a part 150
noise study. This helped them identify current and future noise im-
pacts on the surrounding community, and develop proactive solu-
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tions that support thriving air commerce, are supported by the
public, and enable the long-term presence of the 148th Fighter
Wing. After various public workshops, numerous public advisory
meetings, and engagement with the surrounding localities, the Du-
luth International Airport has cemented itself as a proactive and
engaging partner in our community.

This is all to say that airports and industry work really hard to
mitigate impacts to their neighbors. They are important job cre-
ators to their regions, and we must continue to enable them the
free&lom to work with their communities in ways that fit their
needs.

Mr. Chair, I yield back.

Mr. LARSEN OF WASHINGTON. Thank you, Representative. The
Chair now recognizes Representative Williams of Georgia for 5
minutes.

Ms. WILLIAMS OF GEORGIA. Thank you, Mr. Chairman. Today,
y’all, I have people tuning in in my neighborhood in southwest At-
lanta and the cities of East Point and College Park to listen to this
discussion, because it is so critically important to our communities.

Noise and other emissions from our transportation sector are
major issues in Georgia’s Fifth Congressional District. And, y’all, I
know firsthand, because my house is close enough to the
Hartsfield-Jackson Atlanta International Airport, the world’s busi-
est and most efficient airport, that planes fly over my neighborhood
in southwest Atlanta every 60 seconds. I have timed them, and
they start before daybreak and continue past midnight. So, noise
issues are a big part of why I am the “no neighborhood nuisance”
congresswoman.

Last month, I introduced bipartisan legislation to fund sound
barriers for neighborhoods in my district that have too long had to
deal with the highway noise. I am deeply committed to cleaner and
quieter skies, and I am working on legislation with Chairman Lar-
sen to benefit the communities where our airports reside.

And today I am glad that we are bringing the critical issue of
aviation noise to the subcommittee, so that we can get the answers
we need to help all of us live peaceful lives in our homes, no matter
our zip code, and allowing our airports to continue to thrive.

Mr. Welsh, as you know, the GAO recommended that FAA em-
ploy additional communications tools to convey the impacts of noise
to communities. I understand the FAA plans to update their guid-
ance on community outreach by the end of the year. In the mean-
time, has the FAA begun to identify communications tools or key
strategies for engagement?

And just let us know where things currently stand for everyone
that is tuning in back in my district in Atlanta.

Mr. WELSH. Thank you, Representative Williams. I really appre-
ciate your comments on this topic. And I will say just a couple of
things and then hand it to my colleague, Beth White, who focuses
on this topic every day.

But we are certainly not waiting to do the updates of our guid-
ance. We are doing a lot of things in real time to help the public.
I mentioned the noise portal. We are responding to complaints fast-
er than we ever have before, with an average of 14 days’ response.
We have put new technology on our website to make information
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more readily available, and of course, we are engaging with com-
munities all over the country.

So, I will turn it to Beth to maybe highlight a couple more exam-
ples, but I really appreciate those comments.

Ms. WILLIAMS OF GEORGIA. Thank you.

Ms. WHITE. Yes, thank you, Representative. And I think that—
just highlighting again—the challenge is that when people look out
and see traffic on the road, they know exactly what we are talking
about. They can see the congestion, they understand how things
get into knots. When you are looking up in the sky, it is a whole
different situation.

So, really, for us, developing more effective tools to help commu-
nicate how and why the National Airspace System works and what
the challenges and constraints are is so important.

And we are working, as Kevin mentioned, we are not waiting.
We are developing things that we are putting on our website. We
are creating webinars. We are creating other videos and graphics
that help us to do that. When we meet with communities, we are
very prescriptive in making graphics that show what we are trying
to visualize in ways that folks can understand, seeing maps that
have communities on them, or roadways, or something that gives
them that indication.

We have a very vast website. We just recently added an artificial
intelligence chat bot to help folks find those questions, those an-
swers quickly. Kevin mentioned the portal, and we are working
diligently to continue to have those updates as fast as we can. But
a constituent may have just a single question. And if they go to our
website, it might be difficult to find that information.

So, we wanted to put that in place, not to be a barrier, not to
be a robot between us and the public, but to help them find infor-
mation that we may have there. We have added frequently asked
questions. We have links to a system that actually visualizes and
animates procedures so they can see exactly where they fly.

That chat bot will be moving into Spanish in the next year so we
can, again, be more accessible to the community. And we have vis-
ualization tools we are working on for the website to even further
help explain how and why the airspace operates, which, I think, is
the most important point, is effective communication.

Ms. WILLIAMS OF GEORGIA. Thank you. On this committee, we
must be doing all that we can to reduce aviation noise and other
emissions. And our next generation aircraft need to be cleaner and
quieter. Chairman Larsen and I are currently working to update
and introduce the House companion of the AERO Act, which would
invest in sustainable aviation fuel.

How would investments like this and investments in other air-
craft improvements ultimately benefit communities living by our
airports?

Mr. WELSH. Thank you. That is really exciting to hear, and it is
an area that we are very focused on in the Office of Environment
and Energy at FAA with the CLEEN Program that I mentioned in
my testimony. And these changes, technology changes—as the air-
craft enter the fleet with new technology, we are talking about
lower emissions and noise, and improvements for the community.
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And you mentioned sustainable aviation fuels, which are perhaps
one of the most promising developments, in terms of utilizing exist-
ing infrastructure

Ms. WILLIAMS OF GEORGIA. Mr. Welsh, as exciting as this topic
is to me, I am out of time, and I am going to have to continue this
conversation offline and report back to my district. Thank you so
much for your time.

Mr. WELSH. Thank you.

Ms. WILLIAMS OF GEORGIA. Mr. Chairman, I yield back.

Mr. LARSEN OF WASHINGTON. Yield back. The Chair recognizes
Representative Van Duyne of Texas for 5 minutes.

Ms. VAN DUYNE. Thank you very much, Mr. Chairman. And I
agree. I mean, this can actually be a very exciting issue to some,
especially if you are living right outside the airport, and you are
affected by that noise. I was mayor of the city of Irving; DFW Air-
port is right in the middle of the city. And I can tell you, this is
a really very important issue to a number of people.

But airports are a critical economic driver, at the same time, in
many of our communities. And in my district, it is no different.
DFW Airport is actually one of the largest in the world.

I understand the airport noise to be, predominantly, a local issue.
But it often involves multiple stakeholders who have a distinctive
authority and share responsibility concerning noise reduction and
mitigation. Being a member of this community, it is important for
all stakeholders to help address these issues.

At DFW Airport last summer, the airport had to adjust
flightpaths on arrivals and departures, due to runway work. Be-
forehand, the airport reached out to community members to miti-
gate concerns and address the problem before all the complaints
could come in. So, if people were notified of it, they knew. They
knew that it was going to be short term, and they knew why it was
happening, and I think they were much more accepting of it. And
I think communication is key there.

I want to thank all of the panelists for being here, and I have
a question for Mr. Welsh.

The 2018 FAA reauthorization bill established aviation noise om-
budsmen to serve as a public liaison for questions and complaints
related to aircraft noise. Can you tell me what the average re-
sponse time is in addressing a community’s concern or issue?

Mr. WELSH. Sure. Thank you, Representative, for that question.

I will just—as I just previously mentioned, in terms of the com-
plaints we receive, our average response time is about 14 days
right now.

And then I will turn it to my colleague, Beth White, if she has
anything additional to add.

Ms. WHITE. No, I would just say, again, in some of the engage-
ment then with the regions, whether it is the airport roundtable,
our teams are working on a daily basis in communication with
those roundtables, with those airports on any upcoming agendas or
meetings that they may be having.

Ms. VAN DUYNE. OK, I appreciate that.

In an August 2020 report, GAO noted that, for those stage 3 air-
craft that could meet more stringent noise standards, retesting of
those aircraft without modifications could cost up to $1 million and
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take between 2 to 3 years to complete. Does the FAA have plans

to make the retesting and recertification of aircraft when no modi-

glcatigns are required—do you have plans to make that more expe-
ient?

Mr. WELSH. Thank you. We don’t currently have plans to do that,
but the recertification, of course, wouldn’t change the absolute
noise level. And what we have found is that those stage 3 aircraft
are increasingly in smaller numbers in the fleet. So, actually, our
efforts are really focused on making sure that the latest technology
gets into the fleet.

And in fact, just recently, at the International Civil Aviation Or-
ganization, we worked on a commitment to look at the existing
noise standard, and consider updating it over the next 3 years.

Ms. VAN DUYNE. But is there any way that we could expedite it
to actually save?

I mean, some of it is bureaucracy. Some of it is the regulatory
redtape that we have got to work through. If you don’t have plans,
I would suggest—I mean, it is one thing to look at new technology
coming in and to motivate that, but I think, with the existing tech-
nology that we have, if there is a way to expedite it, you might
want to consider that.

Mr. WELSH. We will look into that.

Ms. VAN DUYNE. How accurate and reliable are FAA’s noise mod-
els?

Do the FAA’s noise models have the capacity to accurately assess
noise from new airspace entrants, such as small and large drones
and electrically powered aircraft?

Mr. WELSH. So, we have an AEDT model that is very good at ad-
dressing noise for conventional aircraft. But as you mentioned, the
new entrants, the new types, we need to improve our tools, and we
are in the process of doing that. And part of that is understanding
the noise that those vehicles make, because, as we all know, these
vehicles look different, they sound different, they operate dif-
ferently.

So, we are in the process, working very closely with industry, on
measuring noise and updating our tools to be able to better under-
stand their noise exposure.

Ms. VAN DUYNE. OK, I appreciate that.

Ms. Krause, could I ask you, how can the FAA prepare for these
new entrants when it comes to noise issues?

So, they are looking at it, but what specifically can they do?

Ms. KRAUSE. I think starting to understand and gather data on
the noise impacts of these aircraft as they get into service, and
there is data available, I think that will be important, as well as
starting to think through locations of where these aircraft might
operate, and how FAA might have a role in where those are lo-
cated. Those are some areas to consider.

Ms. VAN DUYNE. All right, thank you.

b I am not sure what my time is. I don’t know if we started it,
ut

Mr. LARSEN OF WASHINGTON. It’s right now.

Ms. VAN DUYNE. Excellent. All right, thank you very much. I
yield back.

Mr. LARSEN OF WASHINGTON. Thanks a lot.
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The Chair recognizes Representative Payne of New Jersey for 5
minutes.

Mr. PAYNE. Thank you, Mr. Chairman.

Mr. Welsh, aviation noise is in populated areas. The problem can
seem like an unavoidable one, given airplane flightpaths to air-
ports. However, I understand that the FAA is making progress in
the implementation of NextGen, which would upgrade the Nation’s
air traffic control systems to make use of enhanced capabilities in
GPS communications satellites.

The system can also take advantage of new population data to
identify new areas of concentrated populations.

How would routing planes to best avoid new population centers
reduce aviation noise, and how can advances in NextGen be used
to achieve that goal?

Mr. WELSH. Thank you, Representative Payne. So, there are cer-
tainly opportunities to do so with the new technologies in place,
and looking at the impacts on communities.

As I mentioned, perhaps one of the most significant challenges
is the tradeoffs that happen in these dense urban populated areas
where we have noise trading off from one community to the other.
And so, over the last few years, we have been working in Boston,
for example, with the airport and MIT on exactly that: evaluating
how we can use existing technology procedures and understanding
of noise exposure to make improvements and identifying specific
solutions.

There are opportunities there, though it is important to under-
score that it is challenging, and there are a lot of tradeoffs that
need to be considered among all the stakeholders.

Mr. PAYNE. Thank you.

Ms. Krause, I understand that, as part of the aircraft certifi-
cation process, noise generated by airplane engines is one of the
criteria that is examined. From your testimony, it appears that,
while today’s aircraft engines have the potential to reduce noise,
there is always room for advancement.

How could future aircraft engines be designed so that the noise
would be further dampened?

Ms. KRAUSE. I think there are efforts underway to look at electric
engines, which hold some promise to addressing some of the noise
issues. But I think, in terms of the ways that industry is talking
about how those might be used, they could be at a very high fre-
quency and sort of closer to populations.

And so, as you are looking at some of those new technologies, or
how the aviation industry is transforming to new and different
uses, it will be important to engage with affected communities and
understand the impacts as they evolve.

Mr. PAYNE. Thank you. And in terms of the potential of electri-
fying the engines and that technology, how far along, do you have
any idea?

Ms. KRAUSE. There is some testing going on of vehicles now. FAA
may be able to speak to some of the actions they are taking when
it comes to standards and certification efforts.

Mr. PAYNE. OK, thank you.

And, Mr. Chair, I will yield back.
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Mr. LARSEN OF WASHINGTON. Thank you, Representative Payne.
The Chair recognizes Representative Lynch of Massachusetts for 5
minutes.

Mr. LyNCcH. Thank you, Mr. Chairman. I appreciate it.

Mr. Welsh, look, let me just say it is hard to reconcile your testi-
mony with the testimony of Ms. Krause, and I tend to believe her.

As you know, I represent a big part of the city of Boston and 21
towns and 2 other cities, Brockton and Quincy, in the Eighth Con-
gressional District in Massachusetts. And we have a hellacious
problem with aircraft noise in my district. And I find it hard to be-
lieve that only 450,000 people across the country have been com-
plaining about aircraft noise. I think I have got that many in my
own district, just based on the calls I get and the calls that go into
Logan Airport.

And T just want to say, in terms of your outreach program, with
all due respect, the last FAA meeting that the FAA agreed to do
in my community, my district, we had about 800 people show up,
very angry about the nonresponsiveness of the FAA. So, I dont
want to be rude, but you have got a lot of work to do in terms of
doing real outreach and real listening to the people that we all
work for. And that is the truth.

I don’t live next to—well, let’s—my airport isn’t as big as
Hartsfield-Jackson or Dallas-Fort Worth, but I live close enough to
the airport that I can tell whether the passengers have their trays
in the upright position. It goes right over my home. But there is
no hope for me, I live so close to the airport. But there are a num-
ber of communities that are in the suburban areas of my district,
such as the town of Milton, that it has become unbearable for
many of the families there to enjoy their yards and go outside. The
noise is just unbelievable and extremely unhealthy.

So, we are working with MIT to try to figure out some ways to
mitigate the damage. But the damage is being done, and noise has
become worse because of the NextGen RNAV system, which has a
vector that all these flights go over the same homes each and every
day, 365 days a year, and that is a system that you are pushing.

And so, having looked at this—and I am a cochair of the Quiet
Skies Caucus, so I deal with this every single day—there are things
that you can do to help. And I like the idea of the PBN and looking
at case-by-case basis.

In my district, we are right on Boston Harbor. But the layout of
the runways, which was established back in the 1930s, goes over
the homes, not over the water. So, I have been trying to convince
the FAA that we can realign these runways so that we maximize
over-the-water landings and over-the-water takeoffs to save the
people from the harm that they are experiencing right now. And
I need your help on that.

When Logan Airport was laid out, there was very little air traffic
in the 1930s, compared to now. And the population wasn’t as
densely settled. And the aircraft back then had very low thrust, so
they needed to take off into the wind. That was much more impor-
tant than today’s situation.

So, I am just looking for some cooperation from the FAA to deal
with these problems. Come to my district, have a meeting with us,
we will go to Milton High School again. And I guarantee you there
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will be at least 800 people waiting to talk to you. But you have got
to do much better with your outreach, and we have got to be much
more serious about—rather than just waiting for new technology,
we have answers that are available now, but we have got to work
together.

And we all work for these people, the public. The FAA has been
one of the most unresponsive public agencies that I deal with and
that my constituents deal with. And that is not a good reputation
for the FAA to have. So, I just ask you to—I have consumed all my
time, but you got to do better. You have got to do better. And I will
meet you halfway, but you have got to do better. Thank you.

Mr. LARSEN OF WASHINGTON. Thank you, Representative Lynch.

Just to make sure the FAA—I won’t call on the FAA to respond,
but I want to make sure the FAA responds to Mr. Lynch’s offer.

Now I will recognize Representative Stanton of Arizona for 5
minutes.

Mr. STANTON. Thank you very much, Mr. Chairman. During my
time as mayor of the city of Phoenix, the FAA unilaterally altered
flightpaths out of Sky Harbor International Airport. This was done
without proper notice or public outreach to the city or to the sur-
rounding neighborhoods.

Prior to those changes, the airport had fewer than 25 noise com-
plaints a year. With the altered flightpaths, air traffic over city
neighborhoods increased by 300 percent, and noise complaints sky-
rocketed to 12,000 a year; ended land-use and development deci-
sions that I—as a member of city council and mayor—and the city
had made over decades based on the air traffic routes that had
been in place for decades.

Despite our best efforts to work with the FAA, we eventually had
no other choice than to fight these changes in court. And we won.
The court recognized the FAA’s lack of engagement with the city
and the affected communities, and noted that, “The FAA found a
potential for controversy, but did not notify local citizens and com-
munity leaders of the proposed changes as the agency was obli-
gated to do so, much less allow citizens and leaders to weigh in.”
This resulted in the implementation agreement between the city,
the historic neighborhoods nearby the airport, and the FAA to re-
turn departure routes to their pre-2004 locations.

Now, fast forward a few years. In October, the FAA regional ad-
ministrator for the Western Pacific region notified my office that
the FAA was considering possible changes to the procedures at Sky
Harbor, and that a working group was formed to study concept re-
lated to the airspace. I have questions regarding this issue.

Mr. Welsh, my understanding is that this working group will not
reopen or in any way alter the implementation agreement with the
city of Phoenix. Is that correct?

Mr. WELSH. Thank you, Representative Stanton. I do not know
the answer to that question today, so I would have to follow up
with you. I am not sure that my colleagues do either, but I will
turn it to Beth, in case she does have information.

Mr. STANTON. Can anyone else answer that easy question? Is
that correct, that there will not be an alteration to the implementa-
tion agreement with the city of Phoenix?
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Ms. WHITE. I understand that there is going to be a full working
group. It was set up for pre-COVID, around December, and then
they had to readjust that as being rescheduled.

But I also would prefer, Representative, to get back to you on
that answer, and not speak to legal matters without confirming.

Mr. StanTON. OK. I appreciate a swift answer to that very fair
question.

Hard lessons were learned from the FAA’s failure to conduct the
proper environmental studies and public outreach before imple-
menting the 2014 changes.

As the working group moves forward, community engagement
and dialogue will be paramount. However, I am concerned that the
FAA has not yet communicated with the public on this group, or
the purpose. What is the FAA’s plan and timeline for community
engagement related to this working group with communities in the
Phoenix metropolitan area, Mr. Welsh?

Mr. WELSH. Thank you, Representative. We will have to follow
up with you. I apologize for not having a specific answer, but I also
want to acknowledge your point about the lessons learned, and the
fact that what we did in Phoenix—and have learned from it—has
changed how we do business.

And so, we will absolutely follow up with you, and commit to that
type of engagement.

Mr. STANTON. I appreciate that. I look forward to hearing that
answer, and I am glad to hear that there were lessons learned for
all involved.

How will the FAA ensure that any future flightpaths in the
Phoenix area will be done with complete stakeholder and commu-
nity engagement, Mr. Welsh?

Mr. WELSH. Thank you. I will hand that one to Beth.

Ms. WHITE. Thank you, Representative. And I want to echo what
Kevin said, that I do think that the situation in Phoenix, and as
we developed the number of the metroplex projects, was definitely
a turning point and a lesson learned for the FAA on outreach, and
what we needed to do, and how we needed to do it sooner and in
different ways, in ways that we really were doing a better job of
explaining what we are talking about with the purpose and need,
really, of these procedures as we modernize the National Airspace
System.

As we just talked about a minute ago, talking about a full work-
ing group, we have been engaging with the airport, the region has,
on this very early. We are working on a communications and com-
munity engagement strategy with the airport, with the local offices
there to ensure that we are reaching out to the community, taking
those lessons learned, and ensuring that we are getting out effec-
tively and early.

Mr. STANTON. One final point, and that is this: I am a mayor.
I come to this job in Congress with a mayor’s hat. We work really
hard at the local level to develop land-use plans around our airport.
We have an urban airport. We are blessed with an urban airport.
We make land-use plans around the airport to best facilitate the
balance between protecting neighborhoods, particularly historic
neighborhoods, and the needs of a growing airport. And what the
FAA did was kind of upended that balance. And we hope in the fu-
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ture that you will take into better account the important land-use
decisions that local officials have made to——

Mr. LARSEN OF WASHINGTON. The Representative’s time has ex-
pired.

Mr. STANTON [continuing]. Best implement aviation in our com-
munity.

Thank you so much.

Mr. LARSEN OF WASHINGTON. Thank you. The Chair recognizes
Congresswoman Holmes Norton from Washington, DC, for 5 min-
utes.

[No response.]

Mr. LARSEN OF WASHINGTON. Just a moment. We have Members
who are signed up to speak who are not on screen. So, I am going
to give folks a moment to get back on the screen, if the witnesses
would just be patient.

[Pause.]

[Discussion off the record.]

Mr. LARSEN OF WASHINGTON. OK, that concludes questions for
panel 1. I want to thank the witnesses from the FAA and the GAO.
We will have some followup questions for you all, and I look for-
ward to getting prompt answers to those, as well as prompt an-
swers to the questions that were asked of you by Members today.

So, with that, we will move on to panel 2, and I thank the wit-
nesses from panel 1.

And as panel 2 comes up on the screen, we will let folks know
for the record we will be hearing testimony from witnesses on
panel 2. T ask the witnesses on the panel to please turn the cam-
eras on, and keep them on for the duration of the panel.

The witnesses on panel 2 are Sharon Pinkerton, the senior VP
of regulatory and legislative policy at Airlines for America; Frank
R. Miller, the executive director of Hollywood Burbank Airport, he
will be here on behalf of Airports Council International-North
America; David Silver, who is the vice president for civil aviation
of Aerospace Industries Association; Emily J. Tranter, the execu-
tive director of the National Organization to Insure a Sound-Con-
trolled Environment; and JoeBen Bevirt, the CEO of Joby Aviation.

I want to thank you for joining us today, and we look forward
to your testimony.

Without objection, our witnesses’ full statements will be included
in the record.

Since your written statement has been made part of the record,
the subcommittee requests that you limit your oral testimony to 5
minutes.

And we will hear from the witnesses in the order that I have in-
troduced them. So, we will start with Sharon Pinkerton of Airlines
for America.

You are now recognized for 5 minutes.
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TESTIMONY OF SHARON PINKERTON, SENIOR VICE PRESI-
DENT, LEGISLATIVE AND REGULATORY POLICY, AIRLINES
FOR AMERICA; FRANK R. MILLER, EXECUTIVE DIRECTOR,
HOLLYWOOD BURBANK AIRPORT, ON BEHALF OF AIRPORTS
COUNCIL INTERNATIONAL-NORTH AMERICA; DAVID SILVER,
VICE PRESIDENT FOR CIVIL AVIATION, AEROSPACE INDUS-
TRIES ASSOCIATION; EMILY J. TRANTER, EXECUTIVE DIREC-
TOR, NATIONAL ORGANIZATION TO INSURE A SOUND-CON-
TROLLED ENVIRONMENT (N.O.I.S.E.); AND JoEBEN BEVIRT,
FOUNDER AND CHIEF EXECUTIVE OFFICER, JOBY AVIATION

Ms. PINKERTON. Chair Larsen, Ranking Member Graves, mem-
bers of the subcommittee, thank you for inviting Airlines for Amer-
ica to be part of this important discussion on reducing noise.

We have made significant progress working together in reducing
noise impacts. In fact, since 1975, the number of people exposed to
significant levels of aircraft noise has dropped by 94 percent at the
saniedtime the number of people traveling has more than quad-
rupled.

Now, we recognize that, despite this tremendous progress, more
work remains to be done. And that is why you have the airlines’
commitment and our commitment to continue to work on both re-
ducing our aircraft noise footprint and our

Mr. LARSEN OF WASHINGTON [interrupting]. Ms. Pinkerton, this
is the chair. You are not showing up on the screen, so you can
check your camera, please.

Ms. PINKERTON. Can you see me now?

Mr. LARSEN OF WASHINGTON. Thank you very much. Now I can
see you. We could hear you, we couldn’t see you.

Ms. PINKERTON. Very good.

Mr. LARSEN OF WASHINGTON. Thank you. All right, go ahead,
just continue where you were.

Ms. PINKERTON. Thank you. We have made good progress on
both the noise side, but also the emissions side, as well.

The fuel efficiencies we have achieved over the last many dec-
ades equate to taking 27 million cars off the road each year.

As you know, last year, in coordination with the administration,
we announced our mutual goals of achieving net-zero emissions by
2050, as well as having 3 billion gallons of cost-competitive, sus-
tainable aviation fuel available by 2030.

Now, you might be asking why I am talking about climate
change at a noise hearing, but that is because these two goals are
really interdependent, and sometimes in conflict with each other,
which we will talk more about later. But with that context, what
I would like to do today is talk about what actions carriers are tak-
ing to reduce noise.

Well, first, I would be remiss if I didn’t state the obvious, and
that is that COVID initially devastated our industry, bringing it to
a standstill. The last 2 years have been rocky, but there is no doubt
that less noise was generated. Fortunately, domestic operations are
recovering. International operations are still lagging. Most experts
don’t expect our operations to return to 2019 levels until 2023 at
the earliest, maybe 2024.

But if there is a silver lining to COVID and this demand drop-
off, carriers not only parked planes, but we retired our oldest and
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noisiest fleet. Carriers have spent almost $60 billion in the last 5
years on quieter and more efficient aircraft and engines, as well as
other technologies. And those airplanes are 50 percent quieter than
planes we bought just 10 years ago. That is important because, as
you have heard the FAA say, reducing noise at the source through
improving technology is the most effective way to reduce noise.

That is also why airlines have been leading advocates for more
resources spent on research and development programs for noise-
reducing technologies.

Last year, we helped spearhead the Green Aviation Coalition,
with all stakeholders urging Congress to devote more resources to
FAA’s CLEEN and ASCENT Programs that you heard the FAA
discuss.

So, we have got technology and operations that airlines are using
to drive down noise, but standards play a key role, as well. And
as a result, A4A and our members are key participants in the proc-
ess at the International Civil Aviation Organization as they de-
velop more stringent noise standards for new aircraft.

The stage 5 standard, which has been effective since 2018, re-
quires new aircraft to be 35 percent quieter. And as the FAA men-
tioned, ICAO has already turned their attention to developing the
next more stringent standard.

In addition, airlines are engaging with the FAA as they evaluate
the 65 DNL metric. We don’t have a position on whether the metric
should be changed, or other metrics should be used, but we are
very open to having a data and evidence-driven discussion about
the issues that FAA outlined.

Finally, community roundtables. They are absolutely a critical
tool in the toolbox for addressing noise. As you well know, Congress
asked the FAA to step up their engagement in community
roundtables. A4A and our carriers supported FAA in doing that.
We stepped up our own engagement, as well, to be at the table. We
recognize that, even when NextGen procedures result in overall re-
duction in noise, noise can shift, or be concentrated over certain
flightpaths, creating legitimate concerns. That is why these
roundtables are such a critical element of balancing the sometimes
conflicting goals of noise and emissions reductions. We want to ac-
complish both.

To wrap up, we have made significant progress in reducing both
noise and emissions, but we know more work remains to be done.
We need to utilize all the tools in our toolbox if we are going to
achieve our shared goal, which is a safe and efficient air traffic con-
trol system that supports a vibrant aviation system that creates ex-
cellent jobs, connects people, keeps our supply chain moving, all
while minimizing our noise and emissions footprint.

Thank you again for this opportunity. I am happy to take any
questions.

[Ms. Pinkerton’s prepared statement follows:]

——
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Prepared Statement of Sharon Pinkerton, Senior Vice President,
Legislative and Regulatory Policy, Airlines for America

On behalf of our Airlines for America® (A4A) members,! thank you Chairman
Larsen and Ranking Member Graves for the opportunity to testify today. The U.S.
airlines have long understood that if we are to remain a critical engine of prosperity
and progress we must proactively address and reduce environmental impacts associ-
ated with flying. This is especially true with regard to aircraft noise, and engaging
with and responding to concerns of local communities will continue to be essential
to successfully addressing aircraft noise in the future.

With a strong track record of deploying new, quieter technology and implementing
noise abatement operational procedures, the U.S. airlines have played a critical role
in the tremendous reductions in aircraft noise exposure achieved in the United
States to date. Indeed, Federal Aviation Administration (FAA) data confirm that the
number of people exposed to significant levels of aircraft noise in the United States
dropped by 94% between 1975 and 2019, even as enplanements nearly quintupled 2
and the importance of air transportation to the continued vitality and growth of our
national, state and local economies dramatically increased. Before the COVID-19
pandemic U.S. airlines drove about 5% of the nation’s GDP, transporting 2.5 million
passengers and 58,000 tons of cargo per day, helping drive $1.7 trillion in annual
economic activity and more than 10 million jobs.

Aircraft noise cannot be addressed in isolation as we face equally pressing needs
to address other environmental impacts—especially climate change. This can be
challenging as technologies and strategies that reduce noise can have independent,
often countervailing effects on other environmental impacts. For example, proce-
dures and technologies that reduce noise may negatively affect fuel efficiency and,
thus, aircraft emissions, including emissions of greenhouse gases (GHGs). Despite
these challenges, our success in dramatically reducing aircraft noise has been
matched by equally dramatic success in reducing aircraft emissions. Over the past
several decades, the U.S. airlines have improved fuel efficiency and reduced GHG
emissions by investing billions in fuel-saving aircraft and engines, innovative tech-
nologies like winglets (which improve aerodynamics), and cutting-edge route-optimi-
zation software. As a result, between 1978 and 2019, U.S. carriers improved their
fuel efficiency by over 135%, saving more than 5 billion metric tons of carbon diox-
ide (CO2), which is equivalent to taking more than 27 million cars off the road on
average in each of those years. Looking at a more recent snapshot, data from the
Bureau of Transportation Statistics confirm that the U.S. airlines improved their
fuel- and CO2-emissions efficiency by 40% between 2000 and 2019.

As leaders of a global aviation coalition, we have been committed to aggressive
emissions goals for many years. In March 2021, A4A and our carriers announced
a significant strengthening of our goals: we pledged to work across the aviation in-
dustry and with government leaders in a positive partnership to achieve net-zero
carbon emissions by 2050. A4A carriers also pledged to work with the government
and other stakeholders toward a rapid expansion of the production and deployment
of commercially viable Sustainable Aviation Fuel (SAF) to make 2 billion gallons
available to U.S. aircraft operators in 2030. On September 9, 2021, as a complement
to the federal government’s announcement of a SAF “Grand Challenge,” A4A and
its members increased the A4A SAF “challenge goal” by an additional 50%, calling
for 3 billion gallons of cost-competitive SAF to be available for use in 2030. These

1A4A’s members are: Alaska Airlines, Inc., American Airlines, Inc., Atlas Air, Inc., Delta Air
Lines, Inc.; Federal Express Corporation, Hawaiian Airlines, JetBlue Airways Corp., Southwest
Airlines Co., United Airlines Holdings, Inc. and United Parcel Service Co. Air Canada, Inc. is
an associate member.

2From 1975 to 2019, the number of enplaned passengers grew from 202 million to 967 million,
while the number of people exposed to significant levels of aircraft noise fell from 7 million to
about 440 thousand. From 2000 to 2019, noise exposures were reduced by 50% while
enplanements rose 37%. See: https://www.airlines.org/dataset/u—s—airlines—tremendous—noise—
record. During this period, cargo service grew even more rapidly, rising over 600% from 6.2 rev-
enue ton miles (RTMs) in 1975 to 43.5 RTMs in 2019. See also FAA, Overview of FAA Aircraft
Noise Policy and Research Efforts: Request for Input on Research Activities To Inform Aircraft
Noise Policy, 86 Fed. Reg. 2722, 2723 (January 13, 2021) (“Since the mid-1970s, the number
of people living in areas exposed to significant levels of aircraft noise in the United States has
declined from roughly 7 million to just over 400,000 today. At the same time, the number of
commercial enplanements has increased from approximately 200 million in 1975 to approxi-
mately 930 million in 2018”) (footnote omitted); FAA History of Noise (“In 1975, one person on
the ground experienced significant noise exposure for every 30 enplanements, compared to today
where more than 2100 enplanements are flown for every person on the ground experiencing sig-
nificant noise exposure.”) (available here: https://www.faa.gov/regulations policies/pol-
icy guidance/noise/history/).
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new goals were adopted in the midst of the most severe economic crisis the commer-
cial aviation sector has ever faced, demonstrating the strength of the airline indus-
try’s commitment to the environment and the depth of our recognition that environ-
mentally responsible growth is essential to the vitality of our sector.

We recognize that despite our tremendous progress to date, aircraft noise remains
a critical concern to many, particularly local communities. As such, ensuring contin-
ued progress in addressing aircraft noise levels—together with reducing aircraft
emissions—remains a critical concern to U.S. airlines. A4A and our members are
especially attuned to the reality that any particular person experiencing aircraft
sound may have a negative experience and that changes in the sound environ-
ment—including those resulting from changes in aircraft operations—can influence
that experience. Accordingly, we are strongly committed to continued progress and
support the array of aircraft noise management regulations and procedures in place
to address aircraft noise as well as ongoing efforts to assess concerns about aircraft
noise. Here, it is essential to continue to improve community engagement, to con-
tinue participation in processes leading to the adoption of new or changed aircraft
operational procedures and to reaffirm and expand the commitment of funding for
research and development of noise reduction technologies. Finally, we welcome and
strongly support the FAA’s initiative to conduct a comprehensive, evidence-based,
and inclusive review of existing noise policy.

AIRLINES’ EFFORTS TO ADDRESS AIRCRAFT NOISE

The tremendous progress made in reducing aircraft noise over the last several
decades did not occur by happenstance. Rather, this success is the result of hard
work and collaboration among policymakers, including Congress, the FAA and state
and local officials, and aviation stakeholders including airlines, airports, aircraft
and engine manufacturers, and community representatives. A4A and our member
airlines are proud to have had a critical role in this success and welcome this oppor-
tunity to briefly highlight the activities that have brought past progress. We are
committed to continuing these efforts and are confident they will contribute to fur-
ther reducing aircraft noise and positively and proactively addressing ongoing public
concerns.

Reducing Aircraft Noise at the Source
Acquiring Quieter Aircraft

Reducing noise at the source is inarguably the best way to reduce aircraft noise
impacts on communities and deployment of new, quieter aircraft has been a key
focus of carriers. Indeed, the FAA has affirmed that “the single most influential fac-
tor” contributing to the dramatic decline in the public’s exposure to aircraft noise
has been the “transition to quieter aircraft, which effectively reduced the size of the
areas around airports experiencing significant noise levels.” 3 Despite the significant
financial challenges posed by the COVID-19 pandemic, airlines have continued to
invest heavily in new aircraft. From 2017-2021, U.S. cargo airlines spent approxi-
mately $20 billion on aircraft and related equipment and took delivery of 154 air-
craft; for 2022, they plan to spend an additional $5 billion for new aircraft, with
77 on firm order. U.S. passenger airlines took delivery of more than 1,300 new air-
craft from 2017-2021, spending approximately $48 billion on aircraft, with plans to
spend approximately $15 billion this year4 and firm orders for 2,198 new aircraft
for delivery in 2022 and beyond. These new aircraft are 75% quieter than first gen-
eration jets and 50% quieter than jets coming off the line 10 years ago.5 The prac-
tical impact of the 75% reduction noise produced by aircraft is to decrease the area
impacted by aircraft noise by an even greater amount.¢ Operating much quieter air-

386 Fed. Reg at 2723.

4Total capital expenditures of U.S. publicly traded passenger airlines were $73 billion from
2017-2021 and are expected to reach a record $23 billion in 2022 alone. This tally includes pay-
ments made for aircraft and other flight equipment, ground and other property and equipment
(e.g., vans, air stairs, lavatory trucks, deicing vehicles), airport and other facility construction
and information technology. The expenditures for aircraft are conservatively estimated to ac-
count for two-thirds of total capital expenditures.

5CRS, Supersonic Passenger Flights (Nov. 14, 2018) at 11 (“[Iln general, the subsonic commer-
cial aircraft fleet is considered to be 75% quieter overall than aircraft produced in the 1970s”):
The Boeing Company, 2021 Sustainability Report at 21 (“each new generation of Boeing air-
planes reduces emissions and fuel use 15%—25% more than the previous generation and has
noise footprints up to 50% smaller than its predecessors”).

6 See National Aeronautics and Space Administration (NASA), Fact Sheet: NASA’s Quiet Air-
craft  Technology  Program  (available here: https://www.nasa.gov/centers/langley/pdf/

Continued
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craft also enables carriers to provide more service without increasing overall noise
impacts to the communities they serve: as the FAA affirms, “the noise produced by
one Boeing 707-200 flight, typical in the 1970s, is equivalent in noise to 30 Boeing
737-800 flights that are typical today.” 7

While the pandemic severely impacted the industry, it also accelerated the turn-
over of our industry’s fleet as older, noisier, and less efficient planes have been
grounded and will ultimately be replaced by quieter and more efficient aircraft as
we continue to emerge from the crisis. As a result, carriers started 2021 with an
operating fleet nearly 20% smaller than at the beginning of 2020, with the bulk of
aircraft removed from service being older aircraft with greater noise footprints. In
fact, in 2020, the top nine carriers retired 339 aircraft, with 280 more retirements
announced to occur in the coming years. From 2017-2021, the 11 top passenger car-
riers and their regional airline partners removed over 1,500 aircraft from service,
with over half removed in the last two years. So, as we build back our fleets from
COVID-19 we will not only start from base fleet that is quieter but, as demand for
air travel recovers, we will meet that demand by expanding our fleets with quieter
(and more fuel-efficient) aircraft.

Supporting More Stringent Aircraft Noise Standards

A4A and our members have also strongly supported the development and imple-
mentation of increasingly stringent aircraft noise standards, which help ensure that
as airlines acquire new aircraft those aircraft are ever quieter. As you know, aircraft
noise certification standards are developed and approved at the international level
through the International Civil Aviation Organization (ICAO) and incorporated into
U.S. law by the FAA. International coordination and cooperation are critical to en-
sure aircraft manufacturers can market their aircraft throughout the world and air-
lines have access to aircraft with improved noise performance. A4A and its member
carriers commit significant time and resources to the ICAO process and have long
supported the development of successively more stringent aircraft noise standards
as we see this as critical to helping reduce aircraft noise at the source. The latest
ICAO noise certification standard (codified as the Stage 5 noise standard in the
United States) went into effect for large aircraft at the end of 2017 and for small
aircraft in 2020. This new standard requires a cumulative reduction of 7 decibels
from Stage 4 standards (ICAQO’s Chapter 4 standards adopted in 2006), which re-
quired a cumulative reduction of 10 decibels from the Stage 3 (ICAO Chapter 3)
limit.® In an August 2020 report, the U.S. Government Accountability Office (GAO)
found that “96 percent of large commercial airplanes [in the United States] are able
to meet stage 4 or 5 standards.”® Importantly, the recent February 2022 meeting
of ICAO’s Committee on Aviation Environmental Protection (CAEP), agreed that it
would explore development of a new “dual” standard governing aircraft noise and
CO2 emissions, updating the existing standards by combining them into one “inte-
grated” standard that would strengthen both aspects.10 This will be challenging, but
as pointed out above there can be significant interdependences (tradeoffs) between
noise and CO2 emissions and A4A is fully supportive of this effort. A4A—as al-
ways—will be participating in this ICAO effort to establish a standard that will pro-
vide the foundation for the production and certification of even quieter and more
fuel-efficient aircraft in the future.

Supporting Investment in Research & Development

The U.S. airlines also are engaged in public-private partnerships with FAA, Na-
tional Aeronautics and Space Administration (NASA) and aircraft and engine manu-
facturers to further advance quiet aircraft technology through efforts such as FAA’s
Continuous Lower Energy, Emissions and Noise (CLEEN) and Center of Excellence
for Alternative Jet Fuels and Environment (ASCENT) programs. The CLEEN pro-
gram has the longstanding goal to achieve a 25dB cumulative noise reduction rel-
ative to Stage 5. As part of CLEEN III, the noise goal has been updated to include

70882main  F'S-2002-09-73-LaRC.pdf). See also EASA, Aircraft Noise—Figure 2.1 (available
here: https://www.easa.europa.eu/eaer/topics/technology-and-design/aircraft-noise).

786 Fed. Reg. at 2723 (footnote omitted).

8For more detailed discussion of the history of ICAO’s noise standards, see Government Ac-
countability Office, Aircraft Noise—Information on a Potential Mandated Transition to Quieter
Airplanes (August 2020) at 7-10.

91d., “Highlights” summary.

10The Obama Administration negotiated the existing first-of-its-kind CO2 Certification Stand-
ards for Aircraft, which were adopted by ICAO in 2017 and adopted into U.S. law in January
2021 (Final Rule, Control of Air Pollution From Airplanes and Airplane Engines: GHG Emission
Standards and Test Procedures, 86 Fed. Reg. 2136 (Jan. 11, 2021) and will not be fully imple-
mented until 2028.
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a new element that explicitly targets reductions in community noise exposure.
CLEEN has supported development of multiple technologies that help reduce noise,
including adaptive trailing edge systems, advanced acoustic fan and liners, and com-
posite frame, integrated propulsion system nacelle and ultra-high bypass propulsion
technologies. An analysis completed by the Georgia Institute of Technology has con-
firmed that technologies developed “in the first phase of CLEEN will contribute to
a 14% decrease in the land area exposed to significant noise, as defined by a day-
night noise level (DNL) of 65 dB.”11 CLEEN III will support development of quiet
high-lift systems and landing gears as well as advanced engine fan, combustor and
nacelle technologies that will further reduce noise.12 Importantly, Clean III also in-
cludes an effort to develop “noise-optimized flight path algorithms with integration
into the Air Traffic Management System” to enable reduction of community noise
exposure. As discussed above, airlines are investing billions to acquire these tech-
nologies in the form of new aircraft and engines as they become available. Impor-
tantly, CLEEN and ASCENT are also advancing our understanding of the relation-
ship between aircraft noise exposure and health impacts, helping ensure that policy
is based on sound, peer-reviewed science.

Responsibly Implementing New Noise-Reducing Aircraft Operational Procedures and
Championing Community Engagement

Implementation of the Next Generation Air Transportation System (NextGen) has
been a key priority of both the FAA and airlines as it is essential to improving the
safety, efficiency and capabilities of the National Airspace System (NAS). Perform-
ance Based Navigation (PBN) is a core element of NextGen and a key to delivering
its benefits including the potential to reduce environmental impacts on commu-
nities. NextGen not only improves safety of flight, it also critically improves effi-
ciency, which directly translates into emissions reductions, not only of carbon emis-
sions but other “criteria” pollutants subject to National Ambient Air Quality Stand-
ards (NAAQS), such as oxides of nitrogen (NOx, a precursor to the formation of
ozone) and particulate matter (PM). Reductions of such pollutants can be particu-
larly relevant in areas that have failed to attain NAAQS (known as non-attainment
areas), many of which are urban areas where achieving environmental justice is a
particular challenge that must be met.!3 Accordingly, A4A and our member carriers
are keen to ensure implementation of NextGen delivers these benefits to local com-
munities.

Implementation of new procedures can also reduce net noise exposures around an
airport. However, we recognize that in some cases PBN procedures may concentrate
flight paths such that certain members of the community experience more noise or
frequency of noise events, while others benefit from noise reductions. In addition,
there have been challenges in communicating to affected communities the potential
changes in the noise environment that can come with implementation of new proce-
dures. No one benefits when new procedures are put in place after public consulta-
tion only for the procedures to be questioned on grounds that potential impacts were
not properly communicated. Airlines devote a great deal of time and resources to
ensure the successful development and implementation of new procedures. Uncer-
tainty regarding newly adopted procedures not only puts their considerable benefits
at risk but raises the specter of reverting to less efficient procedures that potentially
increase overall noise impacts as well as emissions.

For these reasons, A4A and our members have championed improvements to the
process used to develop new procedures to ensure communities are heard and their
views taken into account as the procedures are developed and implemented. For ex-
ample, A4A and our members were active participants in the NextGen Advisory
Committee’s (NAC) PBN Blueprint Community Outreach Task Group, which devel-
oped recommendations and best practices for community engagement for large and
small NextGen projects, much of which centered on engaging with communities re-

11 Continuous Lower Energy, Emissions and Noise Program (CLEEN) Summary and Status
Report (available here: https://www.faa.gov/newsroom/continuous-lower-energy-emissions-and-
noise-cleen-program# Toc80621736). An analysis of the noise benefits of CLEEN II technologies
is expected this year.

12See  https://www.faa.gov/newsroom/continuous-lower-energy-emissions-and-noise-cleen-pro-

gram

13 A4A and its members have long supported development and implementation of increasingly
stringent aircraft engine standards governing NOx emissions. In addition, we strongly support
the Environmental Protection Agency’s pending proposal to adopt PM standards for aircraft en-
gines. Control of Air Pollution from Aircraft Engines: Emissions Standards and Test Procedures,
87 Fed. Reg. 6324 (February 3, 2022).



48

garding aircraft noise exposures.!* More recently, A4A was the principal author of
a report prepared to respond to the FAA’s request to the NAC for further advice
regarding “delivery and use of PBN capabilities and in achieving operational bene-
fits.” 15 This report underscored that “the aviation community supports the senti-
ments in the FAA Administrator Dickson’s January 24, 2020 letter to House of Rep-
resentatives Member, Eleanor Holmes Norton, that the FAA is committed to en-
gagement and dialogue with communities.” 16 The report went on to affirm:

There is a recognition from the aviation community and the FAA that
this engagement must include local communities. The FAA has employed a
series of enhancements to its community engagement efforts, incorporating
interface opportunities at several points throughout the procedure develop-
ment process. This engagement occurs early and often on multiple levels to
ensure an understanding of the need for the procedural changes and what
the proposed changes could mean to the community.

While this engagement has increased the time and cost associated with the
development and implementation of PBN procedures, it is necessary and ap-
propriate. The expectation of the Workgroup is that the FAA’s efforts to ex-
pand community engagement and to increase outreach and partnership
with airport authorities will help address concerns and decrease costly chal-
lenges. The aviation community will continue to support the FAA in its com-
munity engagement efforts to further the common goal of national PBN pro-
liferation.17

We have done more than just champion improvement of community outreach ef-
forts: A4A and our members have been actively engaged in numerous community
roundtables throughout the country. A4A, for example has presented by invitation
to community roundtables for Ronald Reagan National (DCA), Charlotte Douglas
International (CLT), San Francisco International (SFO), Chicago O’Hare Inter-
national (ORD) and Minneapolis-St. Paul International (MSP) and participated di-
rectly in former Congressman Rouda’s Coastal Orange County Aircraft Noise Miti-
gation Task Force. A4A has also facilitated our members’ participation in multiple
FAA community outreach sessions regarding procedure changes, including at the
Las Vegas, Denver, South-Central Florida, Northern California and Southern Cali-
fornia Metroplexes. A4A members also have proactively engaged with communities,
participating directly in community roundtables dedicated to addressing aircraft
noise issues at airports throughout the country, including:
e DCA: Reagan National Community Noise Working Group
e Seattle International (SEA): SEA Stakeholder Advisory Round Table (StART)
e John Wayne International (SNA): City of Newport Beach and Airport Working
Group; Coastal Orange County Aviation Noise Task Force

e Los Angeles International (LAX): LAX/Community Noise Roundtable

e John F. Kennedy International (JFK) and LaGuardia International (LGA): New
York Community Aviation Roundtable, JFK Airport Committee and LGA Air-
port Committee

e Fort Lauderdale-Hollywood International (FLL): Broward County Aviation De-

partment Noise Abatement Committee

e Baltimore/Washington Thurgood Marshall International (BWI): DC Metroplex

BWI Community Roundtable

e Louisville Muhammad Ali International (SDF): SDF Community Noise Forum

e CLT: Airport Community Roundtable

e ORD: O’Hare Noise Compatibility Commission

e San Francisco International (SFO): SFO Airport/Community Roundtable

e MSP: Metropolitan Airports Commission—Noise Oversight Committee

e Boston Logan International (BOS): Massport Community Advisory Committee

e San Diego International (SAN): Airport Noise Advisory Committee

In this context, it is important to point out that to successfully address impacts
of aircraft noise on communities, all stakeholders need to pull in the same direction.
We note that even with strong engagement from airlines, airports and other commu-
nity members warning against adoption of local plans that permit land uses incom-

14See PBN Blueprint Community Outreach Task Group—Report of the NextGen Advisory
Committee in Response to a Tasking from The Federal Aviation Administration (June 2016).

15 Letter from Daniel K. Elwell, FAA Deputy Administrator (December 10, 2019), included as
Appendix A to Final Report of the Major Air Carrier Performance Based Navigation (PBN) Way
Forward Workgroup for the FAA’s PBN Clarification Tasking to the NextGen Advisory Com-
mittee (NAC) (June 2020) (2020 PBN Way Forward Report).

162020 PBN Way Forward Report at 18-19.

172020 PBN Way Forward Report at 19 (emphasis added).
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patible with aircraft noise, local governments have nonetheless approved such plans.
Recently, the City of Newport Beach approved a 13-acre development including a
314-apartment building near John Wayne International Airport, and the Fairfax
County Board of Supervisors approved the construction of residential townhouses di-
rectly under the flightpath and within Dulles International Airport’s 65 dBA DNL
noise contours. Certainly, such actions are not the only reason for the challenges
we all face in addressing aircraft noise and, as discussed in detail above, airlines
recognize their responsibility to take strong measures to reduce noise impacts. How-
ever, it is imperative that local governments also take into account public concerns
about aircraft noise and act responsibly when considering land use decisions within
their jurisdictions.

Supporting Airports in the Development of Airport Noise and Land Use Compat-
ibility Planning Studies (Part 150 Studies)

Airlines also support airports in the development of Airport Noise and Land Use
Compatibility Planning Studies (known as “Part 150 Studies” because they are un-
dertaken pursuant to a process defined in 14 CFR Part 150).1%2 Under the FAA’s
Part 150 program, an airport can voluntarily develop a Noise Exposure Map and
consider noise mitigation measures to reduce exposure to significant aircraft noise
levels around airports both by reducing existing and preventing new noncompatible
land uses, such as residential housing or schools. Such measures are included in a
Noise Compatibility Program (NCP) developed through a collaborative process which
must include public notice and opportunity to comment before it is submitted to
FAA for approval. Airlines have participated alongside community members in the
development of Part 150 Studies across the country. Noise mitigation measures can
include noise insulation and land acquisition programs as well as aircraft noise
abatement routes and procedures.!® The programs are largely funded through two
sources, Passenger Facility Charges (PFCs, federally approved local taxes collected
by airlines and remitted to airports) and Airport Improvement Program (AIP) grants
(funded through the Airport and Airway Trust Fund, which is predominately funded
through taxes on airlines and their customers). To date, more than 250 airports
have used the Part 150 process to implement noise mitigation measures costing
nearly $10 billion.20

LOOKING FORWARD—AIRLINES SUPPORT TAKING A HARD, EVIDENCE-BASED LOOK AT
Noise PoLicy

A4A and our members welcome FAA’s recent confirmation that it is undertaking
a comprehensive review of current federal policy on aircraft noise. We agree with
FAA Administrator Dickson’s affirmation that this review must be “thorough and
nuanced” and based on evidence,2! including data developed through FAA research
and its Neighborhood Environmental Survey (NES), as detailed in its recent Federal
Register Notice on FAA Aircraft Noise Policy and Research Efforts.22 This science-
based approach to assessing current aircraft noise policy is completely consistent
with the law and common sense.

We commend the FAA’s decision to avail itself of the Federal Mediation and Con-
ciliation Service to ensure the process is broadly inclusive and attracts participation
from all interested stakeholders, including local communities. An inclusive, science-
based discussion that “challenge[s] long-standing assumptions”23 is entirely appro-
priate. Among the important issues that will be considered are (a) whether the Day-
Night Average Sound Level (DNL) metric should continue to be used as the metric
to assess noise exposure, (b) if so, whether the DNL 65 dBA should continue to de-
fine the “significant noise exposure threshold” and the compatibility of residential
land uses, and (c) whether the use of alternative or supplemental metrics may be
appropriate in some circumstances. In this context, we also commend the FAA state-
ment that it “will not make any determinations on implications from the emerging

18This program is authorized by the Aviation Safety and Noise Abatement Act of 1979, 49
U.S.C. §47501 et seq.

19 Implementation and funding of measures included in a Part 150 NCP requires more than
FAA approval of the NCP; other requirements, such as FAA safety review and final approval
of noise abatement procedures and compliance with requirements under the National Environ-
mental Policy Act (NEPA) are prerequisites to implementation and funding.

20 FAA has provided nearly $6 billion in AIP grants, while airlines have collected more than
$3.4 billion in PFC revenue devoted to noise mitigation measures. https:/www.faa.gov/airports/
environmental/airport noise/part 150/funding/

21 Letter from FAA Administrator Dickson to the Honorable Stephen F. Lynch (May 10, 2021).

2286 Fed. Reg. 2722 (January 13, 2021).

23 Letter from FAA Administrator Dickson to the Honorable Stephen F. Lynch (May 10, 2021).
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research results for FAA noise policies until it has carefully considered public and
other stakeholder input, and assesses the factors behind any increases in commu-
nity impacts from aircraft noise exposure.”24 This is particularly important where
the issues are so complex and nuanced. For example, the GAO has observed:

Using additional metrics for regulatory activities or as a significance
threshold could require policymakers to develop new standards against
which to judge aircraft noise and balance competing priorities regarding the
safety and efficiency of the national airspace, aviation noise, and fuel emis-
sions, among others. Additionally, other available metrics may not incor-
porate all of the elements of noise required by law (for instance, metrics
conveying the number of overhead flights may not account for the duration
of noise events). It is also important to recognize that the extent to which
FAA can address noise impacts identified through the use of supplemental
metrics may be limited due to a range of constraints related to airspace
safety and security as well as competing priorities such as fuel efficiency.25

Additionally, the airport-specific results from the NES show that responses to air-
craft noise exposure at the same DNL varies widely, suggesting that more than just
aircraft noise exposure is driving those responses. A science-based assessment of air-
craft noise policy requires an understanding of the role co-determinants play in peo-
ple’s responses to aircraft noise. It will also be important for FAA to consider that
if, as the Congressional Research Service has observed, its “findings and rec-
ommendations based on these studies support an adjustment to the 65dB threshold,
this would have policy and budgetary implications,” including increasing airport
funding needs for Part 150 programs and potentially reducing the tax base of local
governments surrounding airports by taking away land available for commercial/res-
idential development.26

These are all important considerations that must be taken into account in the
FAA’s review of current aircraft noise policy. A4A is confident that the inclusive,
evidence-based approach the FAA has committed to will produce effective results
and provide the foundation for successfully addressing aircraft noise impacts in the
future.

CONCLUSION

A4A remains committed to using all the tools in our toolbox to strive for an avia-
tion system that is safe and efficient, while minimizing the impact of noise and
emissions.

Mr. LARSEN OF WASHINGTON. Thank you very much. The Chair
recognizes now Mr. Frank Miller, on behalf of Airports Council
International-North America.

You are recognized for 5 minutes.

[Pause.]

Mr. MILLER. I apologize.

Thank you, Chairman Larsen and Ranking Member Graves, for
inviting me to participate in today’s hearing. I am Frank Miller, ex-
ecutive director of the Hollywood Burbank Airport in southern
California. I appreciate this opportunity to speak with you about
the efforts, progress, and remaining challenges in addressing com-
munity concerns related to aviation noise.

Turning from the national perspective to the specific experiences
I have had as executive director at Hollywood Burbank Airport and
addressing community concerns related to aircraft noise, I would
like to highlight recent outreach efforts and measures that will be
initiated in the near future.

2486 Fed. Reg. 2722, 2728 (Jan. 13, 2021).

25 GAO, Aircraft Noise—FAA Could Improve Outreach through Enhanced Noise Metrics, Com-
munication and Support to Communities (September 2021) at 29 (footnote omitted).

26 Congressional Research Service, Federal Airport Noise Regulations and Programs (Sep-
tember 27, 2021) at 15.
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In 2018, Hollywood Burbank Airport held two night-time public
meetings in Burbank, where community members provided com-
ments relative to their own personal experiences with aircraft noise
and the southern California metroplex flightpath changes in March
of 2017. In response to community concerns voiced in these earlier
meetings over SoCal metroplex and the FAA’s implementation of
its next generation air transportation system, the Hollywood Bur-
bank Airport and Van Nuys Airport convened the Southern San
Fernando Valley Airplane Noise Task Force to investigate the
issues that were previously raised.

The task force consisted of a set of eight voting members from
the cities of Burbank, Glendale, Pasadena, and Los Angeles. The
task force also included five nonvoting members representing the
offices of Senator Feinstein, former Senator Harris, Congressman
Schiff, Congressman Sherman, and Congressman Cardenas. Staff
from the FAA, the Burbank-Glendale-Pasadena Airport Authority,
and Los Angeles World Airports attended the task force’s meetings
as technical advisors.

The task force conducted seven meetings over an 8-month period.
At the final meeting, which lasted more than 8 hours on May 6 and
May 7, 2020, the task force successfully completed its objective of
developing a set of recommendations to address community noise
issues related to aircraft operations from Hollywood Burbank Air-
port and Van Nuys Airport. Most of the recommendations were di-
rected to the FAA, but Hollywood Burbank Airport is moving for-
ward on items that are specific to it.

Most significantly, after a few more months of recovery from the
COVID-19 pandemic, Hollywood Burbank Airport will conduct a
new Part 150 Noise Compatibility Study. This study will measure
current and future aircraft noise levels and their associated effects
on the surrounding communities. It will outline actions that will
reduce or minimize aircraft noise over sensitive areas. It will estab-
lish land-use guidelines to address compatibility between the air-
port and its surrounding communities. It will identify areas where
aircraft noise is present, and encourages land uses that are com-
patible. And it will develop a comprehensive Noise Compatibility
Program for the airport.

In conjunction with the part 150 study, Hollywood Burbank Air-
port will convene a Citizen’s Advisory Committee to help the com-
munity stakeholders understand the process and the final analysis.
It is currently anticipated that the committee will include Burbank,
Glendale, Pasadena, and Los Angeles residents nominated by their
local government officials. The committee will function until the
part 150 study has been completed and submitted to the FAA,
which is estimated to take approximately 8 months.

Hollywood Burbank Airport will respectfully request that Con-
gress provide additional funding for the FAA’s part 150 program to
support Airport Improvement Program grant awards that help with
noise mitigation for noncompatible land uses and sound insulation.

In an ongoing effort to address the impact of aircraft noise, Hol-
lywood Burbank Airport continues to monitor noise complaints re-
ported by residents in the surrounding communities. To provide
nighttime noise relief through a voluntary curfew, Hollywood Bur-
bank Airport has a standing request to all commercial airlines that
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they refrain from scheduling departures or arrivals between 10
p.m. and 6:59 a.m.

Additionally, Hollywood Burbank Airport utilizes WebTrak, a
community-facing platform that provides flight information to the
public and tracks noise inquiries. Community members can submit
a noise inquiry through WebTrak or contact the toll-free, 24-hour
Noise Concerns Hotline.

Hollywood Burbank Airport also publishes a quarterly noise
monitoring report on its website that documents the noise impact
boundary of the airport, as defined by Federal law.

Thank you for the opportunity this morning to speak to you.

[Mr. Miller’s prepared statement follows:]

——

Prepared Statement of Frank R. Miller, Executive Director, Hollywood Bur-
bank Airport, on behalf of Airports Council International-North America

Thank you, Chairman Larsen and Ranking Member Graves, for inviting me to
participate in today’s hearing. I am Frank Miller, Executive Director of the Holly-
wood Burbank Airport in Southern California. I appreciate this opportunity to speak
with you about the efforts, progress, and remaining challenges in addressing com-
munity concerns related to aviation noise.

NATIONAL PERSPECTIVE

As Congress considers the topic of aviation noise, I believe it is critical that Con-
gress takes into account two factors, particularly when considering any potential
next steps. First, airports across the country have a wide range of experiences re-
lated to aircraft noise. Over the past four decades, the aviation community—includ-
ing airports, the FAA, and aircraft operators—have made great investment and
strides to reduce the impact of aircraft noise through a variety of means, including
quieter aircraft, improved flight procedures, acoustic treatment of residential and
other noise-sensitive structures, and land use initiatives. As a result, many U.S. air-
ports have reduced or eliminated controversy over aircraft noise in their commu-
nities. However, in other communities, despite very similar efforts, aircraft noise re-
mains a subject of significant controversy and creates ongoing challenges for air-
ports. This varying experience underscores that there is no guaranteed “one-size-
fits-all” way to address the problem of aircraft noise across the country.

Second, it is critical to bear in mind that the aviation industry has been particu-
larly hard hit from the COVID-19 pandemic and resulting economic crisis. Even as
travel begins to return to pre-pandemic levels, other shocks—such as escalating oil
prices, supply chain challenges, and labor shortages—create uncertainty as to when
the industry will achieve a level of economic stability. This is a particularly sen-
sitive time for airports, which are striving to be good neighbors and provide world-
class facilities and services, while working to recover from historically low levels of
revenue and continued uncertainty about the course of recovery. Airports are also
working to balance all aspects of sustainability, equity, and environmental issues
beyond noise, such as air quality emissions, as just one example. Any discussion
about national noise policy needs to reflect these challenges, as well as the limited
ability of airports to absorb new costs.

I would note that community concerns related to aircraft noise most often are di-
rected to the airport. However, airports do not have authority over the FAA. More-
over, pursuant to the Airport Noise and Capacity Act (ANCA) enacted over 30 years
ago, federal law bars airports from imposing new noise controls on aircraft opera-
tors. While each airport crafts community engagement programs that are appro-
priate for its individual facility and community situation, I think it is fair to say
that all airports invest significant resources in terms of both staff time and money.
I will share some specific Hollywood Burbank Airport examples.

I am sure Congress is also interested in the airport perspective on the FAA’s
Neighborhood Environmental Survey (NES), which was released in January 2021.
Airport staff who work with concerned communities, as I and my staff do, are not
surprised by the findings that many communities are more sensitive to aircraft
noise today than they were nearly 50 years ago when the national noise policy based
on the 65 Day/Night Sound Average Level (DNL) was first established. Generally
airports find that the FAA’s historic approach to aircraft noise issues has served the
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industry well. By relying primarily on the 65 DNL standard as a threshold of com-
patibility, FAA policy has provided an easily applicable standard to serve as a guide
for responding to aircraft noise concerns, and has provided a degree of flexibility to
allow for State and local governments to set a different threshold of compatibility.
This affords reliable clarity, which, in turn, has helped the industry make enormous
strides towards reducing, and in some places eliminating, community concerns
about aircraft noise and towards providing meaningful noise mitigation to the resi-
dents most affected by aircraft noise.

That said, airports acknowledge that many people have questioned whether the
65 DNL threshold accurately reflects the limit of non-compatible and/or significant
noise impacts, and whether the Schultz Curve accurately reflects current aircraft
noise exposure effects on communities near U.S. airports. Accordingly, I applaud the
FAA for undertaking the NES and beginning the process of examining and updating
U.S. aircraft noise policy as necessary to reflect current concerns and potential ef-
fects on people.

The airport community believes that any new aircraft noise policy should be based
on a clearly defined set of goals that have been identified based on objective, empir-
ical factors. While the NES is an important first step to providing relevant informa-
tion, it is only the first step and should be backed by additional data. Airports sup-
port the ongoing, and future, efforts by the FAA to develop the empirical data need-
ed to inform any changes to aircraft noise policy.

In response to the FAA’s Federal Register notice announcing the release of the
NES, Airports Council International-North America (ACI-NA), the trade associa-
tion for airports, provided the following comments on further research that is need-
ed in order to inform any policy revisions. I include them here as items that Con-
gress may want to consider, as congressional funding would be key to this research.

1. General Comments on Further Research

The NES suggests that the historic understanding of the levels at which aircraft
noise becomes “highly annoying” is no longer consistent with current perceptions of
aircraft noise. In the past, the 65 DNL standard focused on areas relatively close
to airports where noise impacts were the greatest, so that was a reasonable guide
for aircraft noise policy. Because the NES suggests that the area in which people
are “highly annoyed” is much greater than previously assumed, the NES raises the
more fundamental question of whether the goal of aircraft noise policy should be to
reduce the number of people who are “highly annoyed” by aircraft noise, or to ad-
dress specific, and objectively measurable, impacts, such as health impacts, edu-
cation impacts, sleep disruption, or other environmental impacts of aircraft over-
flights, as currently being studied by FAA. If the goal is to reduce levels of “high
annoyance,” the FAA should conduct research to develop a better understanding of
what causes someone to become “highly annoyed,” how to more uniformly quantify
that “annoyance,” and how to measure success in reducing levels of “high annoy-
ance,” particularly given the subjective nature of “annoyance.” If the goal is to ad-
dress other more specific impacts, the FAA should conduct research to define accept-
able levels of such impacts.

It is imperative that the FAA define the goal of its aircraft noise policy in order
to appropriately direct further research and frame solutions that are appropriate to
actual societal problems. This is critical because any change in the FAA’s noise sig-
nificance and compatibility threshold will affect a suite of different financial, legal
and policy areas including:

Aircraft Noise Liability

Airport Development (Planning and NEPA)

Benefit-Cost Analysis Guidance

Airspace Use and Changes, Including NextGen, PBN and Metroplex Changes
Land Use Compatibility

Sound Insulation Programs

Community Engagement

Relationships (including rents and charges) with Airlines and Other Users
Economic Impacts

Part 150 Program

Land and Easement Acquisition

Noise Monitoring

Airport Noise Management Costs

Although it is premature to formulate or advocate any specific proposals, I urge
Congress and the FAA to adopt the following high-level principles to guide analysis
of the NES and consideration of any aircraft noise policy changes:
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o Science-based: Any changes to federal policy on aircraft noise must be based on
the latest science. Results from the underlying FAA research projects should be
made public in a usable form.

o Stakeholder engagement and transparency: Any changes in aircraft noise policy
must be preceded by a robust stakeholder engagement effort by the FAA, with
meaningful dialogue and opportunities for input from airports. The FAA must
clearly communicate the policy development process, any changes in policy, and
the justification for the changes to all stakeholders.

e Roles and responsibilities: The FAA must take ownership of its role regarding
the regulation of aircraft noise, and must clearly communicate its role to the
public and stakeholders.

e Funding: Airport funding is already extremely constrained, and airports should
not be mandated to pay more for noise abatement and mitigation, regardless
of the outcome from the policy discussions, without an adequate funding source.

e Effective: Aircraft noise policy must address identifiable problems and provide
cost-effective solutions to those problems.

o Clear standards: Any new aircraft noise policy should be accompanied by clear
guidance and standards for evaluating aircraft noise impacts in all applicable
regulatory contexts, such as Part 150, NEPA, new air traffic procedures, and
AIP funding. This should include clear thresholds for evaluation, specific guid-
ance on the use of alternative noise metrics, and clarity on the kinds of impacts
that merit consideration.

e Forward Looking: Any new aircraft noise policy should be forward looking, min-
imize disruption, and not attempt to revise or undo Records of Decision or other
FAA approvals that have been issued based on current policy. Likewise, any
new aircraft noise policy should minimize the need to revise, amend, or recon-
sider studies or projects ongoing at the time the new policy is issued. Airports
and the Federal government have made considerable investments of time and
treasury, and a change in aircraft noise policy should not jeopardize that invest-
ment by affecting the validity of already completed, or ongoing review and ap-
proval processes.

2. Specific Areas of Further Research

ACI-NA noted that Chapter 8 of the NES concludes by stating “[flurther research
is underway by the project team to examine historical trends in aircraft noise an-
noyance data, including comparisons to other recent research.” I appreciate that up-
dates on the research in important areas such as Children’s Learning, Health and
Human Impacts Research, and Economic Impacts are provided through the REDAC
process. It would be helpful, however, if the FAA could identify milestones in the
studies and make some level of interim information available. Airports would also
benefit from the non-auditory health effects of noise being conveyed in a way that
is understandable by the public?.

In addition, airports recommend that the FAA conduct the following research, and
make that research available to stakeholders, as it considers changes to aircraft
noise policy:

a. While “annoyance” appears to be correlated to DNL, the FAA should further
research whether there is a more precise cause of such annoyance, such as the
frequency of overflights, changes in flight patterns, the loudness of individual
overflights, or some other acoustic factor(s).

b. Similarly, the FAA should further research the extent to which non-acoustic
factors—such as demographic and socio-economic factors, vehicular and other
non-aircraft noise, recent airport or aviation-related controversies, air emis-
sions, and aviation incidents—may play a role in levels of annoyance, as sug-
gested by recent research.2

c. The FAA notes in the Federal Register that aircraft noise generally results in
higher levels of annoyance than other sources, including ground transportation.
Further research is appropriate to understand why that it is, and why people
indicate high levels of annoyance with aircraft noise that is far quieter than
many other sources of noise that people accept and, in some cases, choose.

d. The feasibility of phasing out noisier aircraft and accelerating introduction of
quieter engines and airframes.

1See ACRP Research Road maps at: https:/public.tableau.com/profile/hmmhl1#!/vizhome/
ACRPResearchRoadmapAirportEnvironmental/ACRPAirportEnvironmentalResearchRoadmap
2E.g., Diana Sanchez, Jack Naumann, Nicole Porter, & Andy Knowles, Current Issues in Avia-
tion Noise Management: A Non-Acoustic Factors Perspective, The 22nd International Congress
on Sound and Vibration (July 2015; C. Asensio, L. Gasco, & G. de Arcas, A Review of Non-Acous-
ZIC Meggl{re)s to Handle Community Response to Noise Around Airports Current Pollution Rep.
une 7.
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e. Further integrating consideration of noise impacts into the design and imple-
mentation of flight procedures and routes that are not limited to just geo-
graphic location (performance, speed, climb and descent rates, etc.).

f. The FAA noted in its February 22, 2021 presentation on the NES that “notice-
able” flight event characteristic, (i.e., the number of events having a maximum
sound level at or above 50 dB, NA50Lmax), demonstrated marginal significance
and should be investigated further because of the high correlation of
NA50Lmax with DNL. ACI-NA believes that research regarding the specific
kinds of noise events that cause higher levels of annoyance will yield important
information to guide future policy development. The FAA should similarly con-
sider using other “supplemental metrics” to better understand the specific
causes of annoyance and associated health impacts.

g. Although the FAA reaffirmed the use of DNL in its 2020 Report to Congress,3
experience shows that many complaints arise from anomalous, notably disrup-
tive single events and that supplemental metrics can provide a useful way to
focus understanding on the nature, or causes, of complaints or annoyance. To
that end, the FAA should examine the appropriate role of additional/supple-
mental noise and operations metrics in NEPA, Part 150, and related guidance
and orders before implementing any change(s) to aircraft noise policy. Further,
to the degree that supplemental metrics are adopted, the FAA should provide
clear guidance on what these metrics would be used for, criteria for using these
supplemental metrics, how the use of multiple metrics would work together,
and relationships to annoyance and potential health impacts.

h. Additional research should include determination of quantifiable impacts of
aircraft noise—such as health impacts, sleep disturbance, education impacts,
life expectancy, and property values—that is necessary to put the “annoyance”
data in context and also to identify critical environmental impacts that new
policies can (and should) address. I understand that the FAA is currently pur-
suing a number of research projects related to aircraft noise, several of which
have been underway for a number of years. Airports would like to understand
whether there are ways in which the studies could be accelerated with in-
creased funding or other methods. The acceleration of ongoing studies relates
to our request to understand the road map to updating policy. As pieces of re-
search similar to the NES are released, airports will be required to manage
continued uncertainty while waiting for policy updates.

i. Research on the change in both noise and operational metrics correlated to the
clﬁange in annoyance to aid in better understanding the significance of a
change.

j- In the NES, the FAA stated that “Recent academic research and internal as-
sessments have raised questions about the benefits of sound insulation relative
to the costs.” Airports would like to learn more about the internal assessments
that the FAA has conducted and the conclusions reached in those assessments.
Further research on the cost-benefit of noise mitigation measures may also help
inform future aircraft noise policy.

k. Airports recognize the likelihood of including benefit-cost analyses as a means
to aid in deciding appropriate policy decisions. Accordingly, airports rec-
ommend the FAA conduct research defining an appropriate cost effectiveness
methodology that is consistently applied in aiding decision-making related to
policy. Airports also recommend the findings be documented and coordinated
with stakeholders and results be made available to the members.

1. The Airport Cooperative Research Program has undertaken several research
projects, including an Environmental Research Road Map+4. Airports request
that the FAA’s research portfolio include the following noise items identified in
that road map:

a. Assessing Community Annoyance of Noise from Unmanned Aerial Systems

b. Best Practices for Effective Sound Insulation

c. Best Practices for Stakeholder Engagement and Assessment and Reporting
on Multiple Noise Metrics—Airports particularly are interested in learning if
the dataset from the NES would provide new areas of knowledge related to
noise metrics.

m. As noted in the Federal Register notice, the FAA has continually developed
its high-fidelity modeling capabilities. As AEDT becomes more and more com-
plex, it becomes more of a “black-box” to community members. Research on

3FAA, Report to Congress, FAA Reauthorization Act of 2018 (Pub. L. 115-254) Section 188 and
Sec. 173 (April 14, 2020).
4 http://www.trb.org/ACRP/researchroadmaps.aspx
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the soft skills of how to explain the model and make public its results would
be helpful to airports.

As the aviation system recovers from the downturn caused by the pandemic, the
FAA should conduct research to understand shifting community perspectives and re-
actions to aircraft noise during the next several years resulting from potential life-
style changes (e.g., working and learning from home) and psychological effects re-
sulting from stay-at-home orders, limited human interaction, etc.

The last item that I would like to note is that new entrants are on the horizon.
There are a number of groups working on new vehicles ranging from smaller deliv-
ery drones up to five- or six-passenger light electric vehicles (eVTOL) that would
compete with taxi-like services. Based on the lessons learned and experience with
community concerns related to aviation noise, now is the time that Congress should
be considering and setting policy related to the community acceptance issues that
the new entrants may encounter.

HoLLYWOOD BURBANK AIRPORT COMMUNITY OUTREACH

Turning from the national perspective to the specific experiences I have had as
Executive Director at Hollywood Burbank Airport in addressing community con-
cerns related to aircraft noise, I would like to highlight recent outreach efforts and
measures that will be initiated in the near future.

In 2018, Hollywood Burbank Airport held two nighttime public meetings in Bur-
bank where community members provided comments relative to their own personal
experiences with aircraft noise and the Southern California (SoCal) Metroplex flight
path changes in March of 2017.

In response to community concerns voiced in these earlier meetings over SoCal
Metroplex and the FAA’s implementation of its Next Generation Air Transportation
System, the Hollywood Burbank Airport and Van Nuys Airport convened the South-
ern San Fernando Valley Airplane Noise Task Force (Task Force) to investigate the
issues that were previously raised. The Task Force consisted of a set of eight voting
members from the cities of Burbank, Glendale, Pasadena, and Los Angeles. The
Task Force also included five non-voting members representing the offices of Sen-
ator Feinstein, former Senator Harris, Congressman Schiff, Congressman Sherman,
and Congressman Cardenas. Staff from the FAA, the Burbank-Glendale-Pasadena
Airport Authority, and Los Angeles World Airports attended the Task Force’s meet-
ings as technical advisors.

The Task Force conducted seven meetings over an eight-month period. At the
final meeting, which lasted more than eight hours on May 6 and May 7, 2020, the
Task Force successfully completed its objective of developing a set of recommenda-
tions to address community noise issues related to aircraft operations from Holly-
wood Burbank Airport and Van Nuys Airport. Most of the recommendations were
directed to the FAA, but Hollywood Burbank Airport is moving forward on items
that are specific to it.

Most significantly, after a few more months of recovery from the COVID-19 pan-
demic, Hollywood Burbank Airport will conduct a new Part 150 Noise Compatibility
Study. The study will:

e Measure current and future aircraft noise levels and their associated effects on

the surrounding communities.

e Qutline actions that will reduce or minimize aircraft noise over sensitive areas.

e Establish land use guidelines to address compatibility between the airport and

its surrounding communities.

o Identify areas where aircraft noise is present and encourages land uses that are

compatible.

e Develop a comprehensive Noise Compatibility Program for the airport.

In conjunction with the Part 150 Study, Hollywood Burbank Airport will convene
a Citizen’s Advisory Committee to help the community stakeholders understand the
process and the final analysis. It is currently anticipated that the Committee will
include Burbank, Glendale, Pasadena, and Los Angeles residents nominated by
their local government officials. The Committee will function until the Part 150
Study has been completed and submitted to the FAA, which is estimated to take
approximately eight months.

Hollywood Burbank Airport will respectfully request that Congress provide addi-
tional funding for the FAA’s Part 150 program to support Airport Improvement Pro-
gram (AIP) grant awards that help with noise mitigation for non-compatible land
uses and sound insulation.

In an ongoing effort to address the impact of aircraft noise, Hollywood Burbank
Airport continues to monitor noise complaints reported by residents in the sur-
rounding communities. To provide nighttime noise relief through a voluntary cur-
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few, Hollywood Burbank Airport has a standing request to all commercial airlines
that they refrain from scheduling departures or arrivals between 10 p.m. and 6:59
a.m. Additionally, Hollywood Burbank Airport utilizes WebTrak, a community-fac-
ing platform that provides flight information to the public and track noise inquiries.
Community members can submit a noise inquiry through WebTrak or contact the
toll-free 24-hour Noise Concerns Hotline. Hollywood Burbank Airport also publishes
a Quarterly Noise Monitoring Report on its website that documents the noise impact
boundary of the airport as defined by federal law.

Finally, one thing has not changed during the pandemic: airports continue to face
substantial infrastructure needs. As travelers begin to return to U.S. airports, inad-
equate airport infrastructure that fails to meet the growing needs of local businesses
and tourists puts in jeopardy the economic recovery of American cities, states, and
regions. In addition to creating jobs, new investments in airports can be valuable
tools in helping local communities attract air service, which increases competition
and leads to lower airfares for passengers. Airports need additional resources to
build the terminals, gates, checkpoints, and ramp areas necessary to attract new air
carriers and entice existing ones to expand service. The traveling public gets more
choices and lower airfares when airports can build the facilities that provide more
airline options and more service alternatives.

In March 2021, ACI-NA released an updated infrastructure needs report detailing
the more than $115 billion in infrastructure needs across the national airport sys-
tem over the next five years. Because this survey was conducted during the pan-
demic last summer, it does not fully account for all of the new public health-related
infrastructure upgrades airports need to make, such as future HVAC improvements
to provide airports the ability to keep up with developing air quality technology, ad-
ditional space for physical distancing near gates, and touchless technology to assist
passengers. Coupled with a current debt burden of nearly $90 billion from past
projects, the report clearly shows that airports are falling further behind in efforts
to upgrade facilities and improve the overall experience for passengers.

Airports greatly appreciate the $20 billion in airport-infrastructure funding in-
cluded in the bipartisan infrastructure bill. This one-time infusion of capital will
help jumpstart new projects around the country. Given the $115 billion in infra-
structure needs across the system, though, Congress must find new ways to ensure
continuity in funding more of these much-needed improvement projects once the
new federal funding has been exhausted.

As leading economic engines in their communities, airports are an integral part
of the overall travel and tourism industry. ACI-NA and our member airports will
continue to work together with our government and industry partners to weather
this current crisis so we can get Americans and international passengers traveling
again through an aviation system that is stronger, safer, more secure, and more re-
silient than ever.

Thank you for this opportunity today.

Mr. LARSEN OF WASHINGTON. Thank you very much. I now recog-
nize Mr. David Silver of the Aerospace Industries Association for
5 minutes.

Mr. SILVER. Chairman Larsen, Chairman DeFazio, Ranking
Member Graves, and members of the subcommittee, thank you for
inviting me to appear today. My name is David Silver, and I serve
as the vice president of civil aviation for Aerospace Industries Asso-
ciation.

For over 100 years, AIA has advocated for America’s aerospace
and defense companies and the more than 2 million men and
women who are the backbone of our industry.

For decades, aircraft manufacturers have invested in many suc-
cessful initiatives that have reduced public exposure to aircraft
noise, while still allowing the industry to grow and deliver huge
mobility benefits to our society. For example, today’s aircraft have
cut noise levels in half, compared to those made between 1980 and
2007. This significant change is a result of newer, quieter engines,
as well as airframe and other design improvements.

According to the FAA, the number of people exposed daily to sig-
nificant aviation noise in the U.S. declined by roughly 94 percent
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since 1975. AIA appreciates this committee’s past leadership in
supporting research and development that has greatly contributed
to the improvements seen to date, such as higher bypass ratio en-
gines, more aerodynamic airframes, and improved engine nacelle
treatments, all developed cooperatively with industry, and all im-
proving the noise environment.

Despite previous improvements in aircraft technology and airport
operations, our industry realizes that the work is not done. AIA’s
members continue to make significant investments in technology
that will further reduce the aviation-related noise near airports.
ATA is committed to working with international bodies, Federal
agencies, and Congress to better understand, reduce, and mitigate
the impact of noise on these communities.

Internationally, we recognize this must be accomplished in a ho-
listic manner and consistent with the global nature of aviation. I
say more about this in my written testimony, but we strongly sup-
port the International Civil Aviation Organization’s balanced ap-
proach, which offers a global baseline for addressing noise issues.

Domestically, effective partnerships between the FAA, NASA,
and the aviation industry are critical to increasing improvement in
the noise characteristics of aircraft. We believe collaborative sup-
port for aviation research and development is vital for aviation’s fu-
ture, and the opportunity exists today to double down on these
public-private partnerships, and accelerate the next generation of
aircraft and engines.

An example of this is the Sustainable Flight National Partner-
ship, a cooperative effort by the FAA, NASA, and industry to accel-
erate the development of more efficient aircraft and engine tech-
nologies. This partnership targets up to a 30-percent improvement
in fuel savings, compared to today’s airplanes, which also delivers
substantial reductions in noise and emissions.

ATA member companies are exploring a range of technologies for
the next generation of aircraft for introduction in the 2030s, offer-
ing improvements and fuel efficiency of 15 to 25 percent, compared
to current aircraft. Realizing these benefits will require both public
and private investment in U.S. manufacturing, especially given the
impact of COVID-19 and the billions of dollars in investment being
made by European governments in support of similar efforts over-
seas.

Congress can help in these efforts by continuing to support in-
creased funding for the FAA’s Continuous Lower Energy, Emis-
sions, and Noise—CLEEN—Program to accelerate reductions in
noise and other emissions in conjunction with fuel efficiency im-
provements; supporting and expanding the alternative fuel and
low-emission aviation technology grant program in the House-
passed Build Back Better legislation, and introduced in the Senate
as the AERO Act; passing the Advanced Aviation Infrastructure
Modernization Act to establish a pilot program to provide grants
related to advanced air mobility infrastructure; and helping drive
the development of a comprehensive, long-term research agenda
that supports transformational aviation technologies, leveraging
partnerships between industry and Government agencies, including
the Departments of Transportation, Defense, Energy, and NASA.
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ATA applauds the committee for this opportunity to discuss the
important topic of community noise, and allowing industry to pro-
vide our views, and ongoing research, and our significant efforts to
reduce both noise and emission impacts. We appreciate the support
of Congress in authorizing and appropriating funds for vital FAA
research that will lessen aircraft noise for existing and emerging
technologies like supersonic and AAM aircraft systems.

We look forward to working with this committee as you consider
important policy changes related to aviation noise this year and in
next year’s FAA reauthorization bill.

Thank you, and I look forward to your questions.

[Mr. Silver’s prepared statement follows:]

——

Prepared Statement of David Silver, Vice President for Civil Aviation,
Aerospace Industries Association

INTRODUCTION

Chairman Larsen, Ranking Member Graves, and members of the subcommittee,
thank you for inviting me to appear today. My name is David Silver, and I serve
as Vice President of Civil Aviation for the Aerospace Industries Association (AIA).
For over 100 years, AIA has advocated for America’s aerospace and defense (A&D)
companies and the more than two million men and women who are the backbone
of our industry.

OUR INDUSTRY’S ROLE IN REDUCING NOISE

Aircraft manufacturers have been investing in ways to reduce aircraft noise for
many years. To date there have been many successful initiatives that have reduced
the exposure of the general public to aircraft noise, while still allowing the industry
to grow and deliver huge mobility benefits to our society.

IMlustrating this trend, aircraft produced after 2010 generate approximately half
the noise of aircraft made between 1980 and 2007. This significant change came
from newer, quieter engines as well as airframe and design improvements developed
after 2010 which are significantly quieter.

According to the Federal Aviation Administration (FAA), the number of people ex-
posed daily to significant aviation noise in the U.S.! declined from roughly 7 million
in 1975 to just over 454,000 today. Over the same time period, the number of
enplanements 2 increased from 202 million in 1975 to 890 million today and the U.S.
population grew by more than fifty percent.

ATA appreciates this committee’s past leadership in supporting research and de-
velopment (R&D) that greatly contributed to the improvements seen to date. The
longstanding partnership between government and industry has resulted in signifi-
cant improvements in both noise and emissions, as noted above, and we believe that
continued cooperation is critical to future success. Examples of these improvements
include higher bypass ratio engines, more aerodynamic airframes, and improved en-
gine nacelle treatments, all developed cooperatively with industry, and all improving
the noise environment.

Despite these improvements, our industry realizes the work is not done. AIA’s
members continue to make significant investments in technology that will further
reduce the aviation-related noise occurring near our nation’s airports.

WORKING WITH GOVERNMENT TO REDUCE ENVIRONMENTAL FOOTPRINT

Noise is one category comprising the environmental footprint of aviation. The
aviation industry has long been involved with efforts to reduce the entire environ-
mental footprint, including emissions, noise, and efforts to reduce climate change.
For example, AIA and our members have committed to achieving net-zero carbon
emissions from the U.S. aviation sector by 2050. Internationally, many of these im-
provements are supported by governments, industry, and non-governmental organi-

1Defined as noise of 65 DNL or greater, a metric which measures cumulative noise exposure
over an average 24 hours.
2 An enplanement equals one person flying on a single commercial flight.
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zations working together at the International Civil Aviation Organization (ICAO),
a specialist branch of the United Nations. Due to the global interconnectivity of
aviation, ICAO provides the necessary framework to ensure environmental stand-
ards and regulatory practices are attainable and coordinated globally to ensure suc-
cess.

Domestically, we continue to work with the FAA and the U.S. Department of
Transportation (DOT). AIA commends the FAA’s work to better understand, reduce,
and mitigate the impact of noise on communities, and its wider actions to increase
community outreach to those affected by aircraft noise through community
roundtables and other measures. AIA strongly supports the data-driven approach
the FAA is taking to ensure that aircraft noise policy continues to reflect the latest
science on this matter. AIA also appreciates that the FAA recognizes the importance
of stakeholder engagement in decisions related to aircraft noise policy and we are
committed to continuing our input on all aspects of aviation noise.

We were pleased to receive the most recent update of the U.S. Aviation Climate
Action Plan, which set out the U.S. government’s plan to achieve net-zero green-
house gas emissions for the U.S. aviation sector by 2050, a goal in line with our
own efforts. The plan builds on our industry’s commitment to net-zero and high-
lights specific actions and policy measures to foster innovation and drive change
across the entire sector. Though focused primarily on emissions, we believe this plan
will have a positive effect on aircraft noise because many of the pathways to emis-
sions reduction have the secondary effect of reducing aircraft noise. These improve-
ments will come about largely through: (1) development of new, more efficient air-
craft and engine technologies; (2) improvements in aircraft operations throughout
the National Airspace System; (3) electrification, and potentially hydrogen, as solu-
tions for short-haul aviation; and (4) advancements in airport operations across the
United States.

We see much of this progress accomplished under the framework of the Sustain-
able Flight National Partnership, a cooperative effort by NASA, the FAA, and indus-
try to accelerate the development of more efficient aircraft and engine technologies
targeting up to a 30 percent improvement in fuel savings compared to today’s
planes, while also delivering substantial reductions in noise and emissions.

The potential for improvement is not limited to technology, but also includes op-
portunities in aircraft operational efficiency. While the U.S. National Airspace Sys-
tem is significantly more efficient than in the past,3 opportunities remain to reduce
fuel burn and noise in all phases of flight. These include boosting efficiency during
taxi, takeoff, and landing, as well as flying optimized trajectories.

ICAO’s BALANCED APPROACH—A HOLISTIC APPROACH FOR TACKLING AIRCRAFT
NoisE

Despite previous improvements in aircraft technology and airport operations, ATA
is committed to working with international bodies, FAA, and the Congress to iden-
tify ways to further reduce and mitigate the impacts of aviation noise.

This must be accomplished in a holistic manner and consistent with the global
nature of aviation. We believe the ICAO Balanced Approach* offers a global base-
line for addressing noise issues. The Balanced Approach consists of identifying the
noise problem at specific airports and identifying which of four available elements
can reasonably address the issue. The four elements of the Balanced Approach are:
(1) Reduction of Noise at the Source (Technology Standards); (2) Land Use Planning
and Management; (3) Noise Abatement Operational Procedures; and (4) Operating
Restrictions.

1. Reduction of Noise at Source (Technology Standards)

Today we look to the certification of new products to ensure the latest available
noise reduction technology is incorporated into aircraft. For example, the application
of the new ICAO Chapter 14 international noise standard is expected to greatly re-
duce the number of people affected by significant aircraft noise (defined as an aver-
age sound level throughout the day of 55 decibels). Between 2020 and 2036, average
noise levels will reduce to below 55 decibels for more than one million people. Indus-
try is continuously looking at three particular areas to contribute to these improve-
ments: engine technology, aerodynamics, and new materials.

3See for example, FAA’s NextGen Annual Report for FY20, p. 19, at https:/www.faa.gov/
nextgen/media/NextGenAnnualReport-FiscalYear2020.pdf.

4Aircraft Noise. International Civil Aviation Organization. Retrieved April 14, 2021, https://
www.icao.int/environmental-protection/pages/noise.aspx
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Engine Technology

The increase in fan size allows the industry to increase the amount of air, while
also reducing the speed of the air as it moves around the nozzle, thereby achieving
high- or ultra-high bypass ratios. Historically the nozzle was the noisiest part of the
engine. The shift to higher bypass ratios reduces the noise. Today fan noise remains
the dominant source.

With the introduction of ultra-high bypass ratio engines employing geared tur-
bofan technology (GTF), one manufacturer further reduces fan speed. This tech-
nology allows additional slowing of the fan, preventing the tips of the fans from po-
tentially becoming supersonic. This feature can further reduce a major noise source,
reducing the noise footprint by over 75 percent.

Reshaping the nozzles changes the air flow coming out of them to specifically re-
duce noise, leading to the ‘chevron nozzle’ design. This technology, combined with
the use of new materials such as acoustic lining around the sides and underneath
the engine shroud (cowl), has also significantly reduced engine noise.

We have reached a point when it comes to noise that we can no longer concentrate
on one area. Every part of the engine plays a role—the fan, booster, compressor,
combustor, turbine section and exhaust area. Through public-private partnerships
between NASA, the FAA (CLEEN Program), industry, and universities, we expect
to see continuous improvements in these areas with each generation of engine.

Aerodynamics

The landing gear, landing gear doors, extended flaps, and the simple fact of mov-
ing a large object through the air no matter how streamlined, creates noise. Better
aerodynamics means less air resistance, which means less noise. A more aero-
dynamically ‘slippery’ commercial aircraft gives us an opportunity to affect take-off
noise characteristics. On takeoff, this allows the operator to either reduce the re-
quired take-off thrust due to less air resistance or maintain the same amount of
thrust but climb more quickly, meaning that the aircraft is higher above a commu-
nity at the end of the runway. By using the ICAO balanced approach either of these
could be used based upon the needs of a specific airport.

However, there is a tradeoff in the landing phase of flight. The more aerodynamic
an aircraft, the more effort that may be required to slow it down. In some cases,
the pilot needs to deploy spoilers and landing flaps earlier, which has the potential
to generate additional noise on approach to the runway.

Over the last few years, a series of NASA flight tests successfully demonstrated
technologies that achieve significant reductions in the noise generated by aircraft
and heard by communities near airports. The Acoustic Research Measurement
(ARM) flights conducted at NASA’s Armstrong Flight Research Center in California
tested technology to address airframe noise, or noise that is produced by non-propul-
sive parts of the aircraft, during landing. The flights successfully combined several
technologies to achieve a greater than 70 percent reduction in airframe noise. NASA
also evaluated options to modify the landing gears and flaps to reduce noise during
take-off and landing, directly focusing their R&D efforts on the major cause of noise
complaints around airports. The goal of NASA and its industry research partners
is to substantially improve the quality of life for communities that experience air-
craft noise today.

New Materials

A lighter airplane is quieter because it requires less thrust to keep the aircraft
in the air. Aircraft designers are continuously looking to increased composite use
and advanced manufacturing techniques to further reduce the weight of an aircraft,
while maintaining the high safety requirements.

2. Land Use Planning and Management

The second pillar of ICAO’s Balanced Approach is land use planning and manage-
ment. This is an effective means to ensure that activities near airports are compat-
ible with aviation. The goal is to minimize the population affected by aircraft noise
by effective land use zoning around airports. Compatible land use planning, and
management is a vital instrument in ensuring that the gains achieved by the re-
duced noise of the latest generation of aircraft are not offset by further residential
development around airports.

3. Noise Abatement Operational Procedures

The way aircraft are operated during day-to-day operations may also present
noise impacts that reach the ground. ICAO assists in the development and stand-
ardization of operational procedures that reduce noise while maintaining safety.
These measures include noise preferential runways and routes and noise abatement
procedures for takeoff and landing. The appropriateness of any of these measures
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depends on the physical layout of the airport, its surroundings, and the expected
air traffic and air traffic management system, but in all cases the procedure must
give priority to safety considerations. With the support of air navigation service pro-
viders and airport operators, airlines and pilots can implement noise reduction pro-
cedures such as reduced thrust takeoffs, displaced landing thresholds and contin-
uous descent operations to further reduce noise.

Controlling where planes fly during takeoff and landing has important impacts on
community noise. The placement and use of runways is fundamental. For example,
the routing of aircraft over bodies of water often reduces the impact of community
noise. One goal of air traffic management (ATM) is to map out flight tracks that
avoid the most densely populated areas wherever possible. Recent developments in
navigation performance mean that aircraft can now follow more precise tracks. This
reduces the overall area exposed to noise, but often results in some communities
being subjected to a higher number of flyovers. ATM planning must be undertaken
in close consultation with community leaders to effectively consider the tradeoffs be-
tween flight track concentration and flight track dispersion.

4. Operating Restrictions

The final element of the ICAO Balanced Approach involves operating restric-
tions—banning certain aircraft at noise-sensitive airports or limiting their hours of
operation. However, operating restrictions of this kind can present significant eco-
nomic implications for the airlines.

ATA believes that continued application of the Balanced Approach allows the glob-
al aviation industry to continue making progress on noise while effectively involving
all layers of government, local communities, and stakeholders. We believe the first
three elements (technology standards, land use planning and management and
noise abatement operational procedures) will often provide the greatest contribution
to resolving community noise issues.

CURRENT STANDARDS AND FUTURE CHANGES

In 2013, ICAO introduced Chapter 14 in the ICAO Annex, establishing a new
standard in noise reduction. It stipulated that new aircraft models must be at least
seven decibels quieter than those built to the previous Chapter 4 standard. That
means that all new aircraft certified to this standard will have half the noise foot-
print of aircraft that are one generation older. It is up to individual regulatory bod-
ies, particularly states of design like the United States, to either adopt the ICAO
standard or (as the U.S. does) codify it in their individual national regulations. U.S.
industry appreciates the framework established by “Stage 5” within 14 CFR Part
36, in which the FAA adopted the more stringent noise certification standards for
new aircraft in line with ICAO Annex 16 Volume I Chapter 14.

ATA member companies are currently working with ICAO’s Committee for Avia-
tion Environmental Protection (CAEP) to update the Chapter 14 limits to encourage
even quieter aircraft in the future. These may include more stringent limits for ex-
isting aircraft and the first noise standard designed for the next generation of super-
sonic aircraft. AIA member companies are also working closely with ICAO to begin
exploration of future noise standards for emerging technology such as advanced air
mobility (AAM) aircraft. We believe the speedy adoption of ICAO standards in areas
such as noise and emissions is critically important, not only to improve the noise
environment but also to ensure that U.S. manufacturers stay competitive in both
established and emerging global aviation markets.

FUTURE AIRCRAFT TYPES

New aircraft under current development will have a major impact on future avia-
tion operations around the globe. These include supersonic aircraft and advanced air
mobility aircraft.

Supersonic Aircraft

Supersonic flight began famously in 1947 when U.S. pilot Chuck Yeager broke the
sound barrier. Commercial airlines began flying oceanic routes in 1973, most fa-
mously the Concorde. Due to a wide array of challenges, including untenably high
operating costs, extensive maintenance requirements for an aging fleet, and over-
land supersonic flight restrictions instituted by the United States and other coun-
tries, British Airways announced the retirement of the Concorde in April 2003.
There has not been commercial supersonic flight into or out of the United States
for nearly 20 years.

Several of our industry partners are currently working on new aircraft designs
and improved engines that would enable the U.S. to lead the reintroduction of civil
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supersonic flight. Our industry understands the environmental and economic chal-
lenges associated with these aircraft and are working to solve them. While overland
routes remain unavailable due to the sonic boom generated when the aircraft breaks
the sound barrier, industry efforts are focused on design requirements to be success-
ful in transoceanic flight (avoiding sonic booms over land) as well as research and
development of low boom technologies, which allow an aircraft to break the sound
barrier with a quieter “thump” rather than triggering an unacceptable sonic boom.
These companies are committed to design supersonic aircraft to meet the current
subsonic Stage 5 noise levels using innovative advanced procedures.

These environmental challenges include not only noise, but also carbon dioxide
(CO2) and nitrogen oxide (NOx) emissions. Importantly, ICAO is also looking to ad-
dress these issues through harmonized international rules, spurred on in part by
FAA’s leadership in proposing a noise rule for supersonic aircraft pursuant to Sec-
tion 181 of the FAA Reauthorization Act of 2018. This work by the FAA on an up-
dated noise rule for supersonic aircraft paved the way for development of a har-
monized international rule through ICAO. At the most recent Committee on Avia-
tion Environmental Protection conference (CAEP 12), a new work item was added
to set stringencies (limits) for both landing and takeoff noise and emissions for new
supersonic aircraft.

Setting noise and emissions limits before an aircraft is produced is a
groundbreaking step strongly supported by the aviation industry. It will allow air-
craft and engine manufacturers to work on designs that meet or exceed these stand-
ards, making future supersonic aircraft both economically and environmentally posi-
tive.

Advanced Air Mobility Aircraft

Advanced Air Mobility (AAM) is the emergence of transformative airborne tech-
nology to transport people and goods in both rural and urban environments. AAM
technologies promise to transform how people and cargo are moved, with significant
benefits to the U.S. economy. In the United States alone, the AAM market is esti-
mated to reach $115 billion annually and employ more than 280,000 people by the
year 2035.

AAM involves a new type of aircraft known as electric vertical takeoff and land-
ing, or eVTOL. These types of aircraft can take off and land vertically like a heli-
copter and then shift to flight like a fixed-wing airplane. Additionally, eVTOLs are
community friendly, with measured noise levels 100 times quieter than a helicopter.
Thifs will allow them to integrate into a city without the noise footprint of other air-
craft.

Over time, changes to FAA’s regulatory process may be needed to enable higher
volumes of AAM operations and autonomous operations. In addition, AIA applauds
Chairman Larsen and Ranking Member Graves for introducing bipartisan legisla-
tion in support of state and local planning for AAM systems (the “Advanced Avia-
tion Infrastructure Modernization Act”). This legislation would authorize a new
grant program that would lay the groundwork for communities to plan their devel-
opment and deployment of AAM technology. In doing so, it would provide assistance
for local governments to specifically assess the siting of public use vertiports and
any potential environmental effects of AAM operations. We believe this legislation
is a strong step forward to ensure any noise impacts from this emerging technology
are understood local communities.

How T0 GET THERE FASTER AND QUIETER

A critical factor for increased improvement in the noise characteristics of aircraft
is continuing the effective partnership between the FAA, the National Aeronautics
and Space Administration (NASA), and the aviation industry. We believe collabo-
rative support for aviation research and development is vital for aviation’s future,
and the opportunity exists today to double down on these public-private partner-
ships and accelerate the next generation of aircraft and engines.

ATA member companies are exploring a range of technologies for next-generation
aircraft for introduction in the 2030s, offering improvements in fuel efficiency of 15
to 25 percent compared to current aircraft. To realize these benefits, U.S. manufac-
turers will require support to remain competitive, given the impact of Covid-19 and
the billions of dollars in investment being made by European governments in sup-
port of similar efforts overseas. Congress can help in these efforts by:

e Continuing to support increased funding for the FAA’s Continuous Lower Emis-

sions, Energy and Noise (CLEEN) Program to accelerate reductions in noise and
other emissions in conjunction with fuel efficiency improvements;
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e Supporting and expanding the Alternate Fuel and Low Emission Aviation Tech-
nology grant program in the House-passed Build Back Better legislation and in-
troduced in the Senate as S. 3125 (“Aviation Emissions Reduction Opportunity”
or AERO Act);

e Passing H. R. 6270, the “Advanced Aviation Infrastructure Modernization
(AAIM) Act”, to establish a pilot program to provide grants related to Advanced
Air Mobility infrastructure;

e Helping to drive the development of a comprehensive, long-term research agen-
da that supports transformational aviation technologies, leveraging partner-
ships between industry and government agencies including NASA and the De-
partments of Transportation, Defense, and Energy; and

e Continuing to support NASA’s work in the development of enabling technologies
for next generation aircraft, such as new airframes and engines that reduce
noise and emissions while improving efficiency. This should include accelerating
the timetable for a NASA subsonic demonstrator X-plane’ incorporating air-
frame innovations, to ensure U.S. companies can bring these technologies to
maturity ahead of European competitors.

On air traffic management improvements, the FAA continues to make significant
progress in delivering enhancements to the National Airspace System (NAS) and re-
ducing noise through its NextGen efforts. Congress should continue to invest in and
prioritize these improvements, which are expected to further reduce noise through
2030. The FAA should also ensure performance-based navigation (PBN) routes are
complemented by efforts to promote community involvement in changes to airspace
structure, delivering positive outcomes for community noise.

CONCLUSION

ATA applauds the Committee for this opportunity to discuss the important topic
of community noise and allowing industry to provide our views on ongoing research
and our significant efforts to reduce both noise and emissions impacts. We appre-
ciate the support of Congress in authorizing and appropriating funds for vital FAA
and NASA research that will lessen aircraft noise, and your support for emerging
technologies like supersonic and AAM aircraft systems. We look forward to working
with this Committee as you consider important policy changes related to aviation
noise this year and in the next FAA reauthorization bill.

Mr. LARSEN OF WASHINGTON. Thank you, and the Chair now rec-
ognizes Emily Tranter, executive director of N.O.I.S.E.

Ms. Tranter, you are recognized for 5 minutes.

Ms. TRANTER. Thank you. Good morning, Chair Larsen, Ranking
Member Graves, and members of the committee. Thank you for the
opportunity to be with you today and share perspective on progress
and tools towards addressing community aviation noise concerns.
My name is Emily Tranter, and I am the executive director of the
National Organization to Insure a Sound-Controlled Environment,
or N.O.L.S.E.

N.O.L.S.E. is the country’s oldest advocacy organization rep-
resenting a community perspective on aviation noise impacts. Our
organization is comprised of elected officials from all over the
United States, all directly impacted by aviation noise and oper-
ations. Our board alone represents communities adjacent to major
airports in Minneapolis, Atlanta, Washington, DC, Louisville, and
the Denver area.

As you know, NextGen establishes flight tracks that become part
of a complex and growing network of procedures. For the efficiency
of NextGen implementation, the tracks should be designed to be
stable and sustainable, long term. To that end, it is important to
design tracks that will be acceptable to the FAA and community.

NextGen is a transformational infrastructure investment, and
deserves the same due diligence and community input as any other
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major transportation system on the ground would warrant, as well
as ensuring that this infrastructure does not cause undue harm.

To be clear, we do not represent every impacted community or
interest on this issue. However, our organization’s engagement for
nearly half a century provides a unique perspective that we believe
will give the committee background on meaningful ways that have
and can continue to measure the progress of addressing community
concerns related to aviation noise.

First, it is clear that there is no silver bullet when it comes to
addressing aviation noise impacts. In our experience, Congress and
the FAA have made dedicated strides towards focusing on commu-
nity engagement over the last decade. However, much progress still
needs to be made. These efforts include the FAA creating an Office
of Community Engagement in the Air Traffic Organization and di-
rectly engaging with airport roundtables. It also includes individual
Members and this committee responding to constituent concerns
through legislative action, funding the study of noise metrics, and
by creating the Quiet Skies Caucus.

While these actions are meaningful and extremely important to
continue to invest in, many of the most impactful changes to noise
have come from the bottom up, or airport level, rather than from
top-down policy changes.

Understanding local dynamics is vital towards finding and imple-
menting meaningful solutions. That is to say, when you have seen
?_ne 1alirport, you have seen one airport, and a one-sized fix does not
it all.

Early and frequent communication by the FAA, the airport, and
other industry stakeholders with the impacted communities
through a roundtable or by other public means is, in our experi-
ence, key towards community awareness, engagement, and under-
standing of noise changes. Even changes that do not require envi-
ronmental review should be paired with robust community out-
reach, far ahead of any planned changes to the airspace that could
impact noise.

In many cases, educating and engaging local elected officials can
help provide an important bridge to constituents. In others, where
roundtables may be comprised of both elected and non-elected offi-
cials, direct engagement and consistent communication with those
bodies is key. The engagement of local FAA personnel, who do un-
derstand the community and operations, has also proven valuable
in many cases.

Where we have seen the most progress, even if seemingly incre-
mental, has been where tailored and transparent engagement has
been put into place, and when the community is equipped with
knowledge and understanding of what is and is not possible from
an operational standpoint.

Outside of the NEPA process, transparent and robust commu-
nication can save time and avoid unnecessary hurdles caused by
community pushback when unexpected changes occur.

It is important to recognize that there is a relationship between
an airport and the surrounding communities, and when each is
doing well, they bolster the success of the others. Thriving commu-
nities are places where a dependable workforce want to live, and
where people want to do business or visit. The airport is an asset
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to a community, but a thriving community is also an asset to the
airport. Designing tracks that respect the communities they impact
and do not unintentionally cause harm will foster this mutually
beneficial partnership. Investment in this partnership ahead of any
noise changes creates the foundation for sustainable outcomes and
long-term success.

Thank you again for the opportunity to be with you today, and
I look forward to any questions.

[Ms. Tranter’s prepared statement follows:]

———

Prepared Statement of Emily J. Tranter, Executive Director, National
Organization to Insure a Sound-Controlled Environment (N.O.L.S.E.)

Good morning Mr. Chairman and Members of the Committee. Thank you for the
opportunity to be with you today and share perspective on progress and tools to-
wards addressing community aviation noise concerns. My name is Emily Tranter
and I am the Executive Director of The National Organization to Insure a Sound-
Controlled Environment (N.O.I.S.E.).

N.O.L.S.E. is the country’s oldest advocacy organization representing a community
perspective on aviation noise impacts. Our organization is comprised of elected offi-
cials from all over the United States, all directly impacted by aviation noise and op-
erations. Our board alone represents communities adjacent to major airports in Min-
neapolis, Atlanta, Washington, D.C., Louisville, Kentucky and the Denver area.

N.O.I.S.E. EXECUTIVE BOARD:

PRESIDENT TREASURER

The Honorable Brad Pierce The Honorable Libby Garvey

Council Member County Board Member

City of Aurora, CO Arlington County, VA

1ST VICE PRESIDENT SECRETARY

ghe Honorable Mary Rose Evans The Honorable Linea Palmisano
ommissioner C il Memb.

City of Parkway Village, KY M(;Iriﬁglapolei};n ﬁrN

2ND VICE PRESIDENT

The Honorable Ambrose Clay
Council Member

College Park, GA

As you know, the NextGen system puts new tracks into place that are designed
not to move or deviate—essentially creating infrastructure in the sky. To success-
fully address noise impact concerns—it is important to design those tracks to be sus-
tainable so that they will be acceptable to the FAA and community for the long
term. Implementation of NextGen and its many technological advancements for the
air traffic system, deserves the same due diligence and community input as any
other major transportation system on the ground would warrant.

As you know, NextGen establishes flight tracks that become part of a complex and
growing network or tracks and procedures. For the efficiency of NextGen implemen-
tation, the tracks should be designed to be stable and sustainable long-term. To that
end, it’s important to design tracks that will be acceptable to the FAA and commu-
nity. NextGen is a transformational infrastructure investment and deserves the
same due diligence and community input as any other major transportation system
on the ground would warrant. As well as ensuring that this infrastructure does not
cause undue harm.

To be clear, we do not represent every impacted community, interest or perspec-
tive on this issue, however our organization’s engagement for nearly half a century,
provides a unique perspective that we believe will give the Committee background
on meaningful ways that have—and can continue to—measure the progress of ad-
dressing community concerns related to aviation noise.

First, it is clear that there is no silver bullet when it comes to addressing aviation
noise impacts. In our experience, Congress and the FAA have made dedicated
strides toward focusing on community engagement over the last decade, however,
much progress still needs to be made. These efforts include the FAA creating an of-
fice of community engagement in the Air Traffic Organization and engaging directly
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with airport roundtables. It also includes individual Members and this Committee
responding to constituent concerns through legislative action, funding the study of
noise metrics, and by creating the Quiet Skies Caucus.

While these actions are meaningful, many of the most impactful changes to noise
have come from the bottom up—or airport level—rather than from top-down policy
changes. Understanding local dynamics is vital towards finding and implementing
meaningful solutions. That is to say—when you’ve seen one airport, you've seen one
airport—and a one-sized fix does not fit all.

Early and frequent communication by the FAA, the airport and other industry
stakeholders with the impacted communities—through a roundtable—or by other
public means is, in our experience, key toward community awareness, engagement
and understanding of noise changes. Even changes that do not require environ-
mental review should be paired with robust community outreach far ahead of any
planned changes to the airspace that could impact noise.

In many cases, educating and engaging the elected officials can help provide an
important bridge to constituents. In others, where roundtables may be comprised of
both elected and non-elected officials—direct engagement and consistent commu-
nication with those bodies is key. The engagement of local FAA personnel who un-
derstand the community and operations has also proven valuable in many cases.

Where we have seen the most progress, even if seemingly incremental, has been in
communities where tailored engagement has been put into place.

Outside of the NEPA process, transparent and robust communication can save
time and avoid unnecessary hurdles caused by community push back when unex-
pected changes occur.

AIRPORTS AND THE COMMUNITIES THEY SERVE

It’s important to recognize that there is a relationship between an airport and the
surrounding and when each is doing well, they bolster the success of the other.
Thriving communities are places where a dependable workforce want to live, and
where people want to do business or visit. The airport is an asset to a community,
but a thriving community is also an asset to the airport. Designing tracks that re-
spect the communities they impact, and do not unintentionally cause harm, will fos-
ter this mutually-beneficial partnership.

Investment in this partnership creates the foundation for sustainable outcomes
and long-term success.

Mr. LARSEN OF WASHINGTON. Thank you very much, and now the
Chair recognizes JoeBen Bevirt of Joby.

You are recognized for 5 minutes.

Mr. BEVIRT. Chairman Larsen, Ranking Member Graves, and the
members of the subcommittee, thank you so much for the invita-
tion to be here today. It is an honor for me and for the entire Joby
Aviation team.

I founded Joby with a vision of creating a new form of air travel
that is clean, quiet, and accessible. My passion for this work began
while growing up in the California redwoods. I remember walking
home from school, where I experienced the beauty of the land
around me. But like any child, I dreamed of a faster way to get
there. I pictured myself flying in an aircraft that could take off
vertically, but then transition and fly like an airplane, and blend
seamlessly into its surroundings.

In 2009, I founded Joby Aviation to bring this vision to life, ex-
perimenting with new ways to design aircraft using electric motors
and batteries. We were honored to work with NASA on pioneering
projects like LEAPTech and the X-57 Maxwell to demonstrate the
potential of electric flight.

After years of testing and development, we were ready to com-
mercialize this technology, and started flying full-scale prototype
aircraft in 2017. We are now working with the FAA as a formal ap-
plicant for type certification. I am pleased to say that we are on
track to bring our all-electric piloted aircraft to market in 2024. It
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is capable of flying 150 miles on a single charge to move four pas-
sengers at a top speed of 200 miles an hour.

Thanks to the foresight shown both by Congress and the FAA
when they rewrote part 23 airworthiness standards to encourage
innovation, the U.S. is out in front in this global race for aviation
leadership. The FAA’s decision to apply part 23 to aircraft like
ours, and fully leverage the flexibility of the existing rules is crit-
ical, as it means no significant new regulation is needed. As a re-
sult, the United States leads the world in bringing aviation into the
electric age of flight. In the decades to come, electric and hydrogen-
electric propulsion systems will allow us to build aircraft that are
cheaper to operate, quieter, and bring us much closer to net-zero
emissions.

For the sake of the planet and future generations, it is critical
that the Government continue to prioritize these technologies. My
company is deeply committed to delivering an aircraft and a service
that is emissions free, broadly accessible, and quiet.

Making aviation a part of everyday life requires a revolutionary
approach to acoustics and aircraft design. And that is exactly what
we have done. Our aircraft emits 100 times less noise than a tradi-
tional helicopter. During takeoff and landing, the loudest moments
of flight, it is about the same volume as a normal conversation. In
cruise, we are virtually silent. Thanks to the motors and propellers
that we have created in-house, we have been able to eliminate the
impulsive “wop wop” sound that defines helicopters. And instead,
we have created something that more closely resembles the sound
of wind passing through the trees.

Together with NASA, we have conducted a series of test flights
in September 2021 to measure and validate the acoustic footprint
of our aircraft, and some of the early results of that work are in-
cluded in my written testimony.

Looking ahead, we must be good citizens and neighbors in the
communities we plan to serve. That means engaging early, listen-
ing to local stakeholders, and offering a service that is broadly ac-
cessible. Our objective is to offer flights at a cost equivalent to taxis
or ride-sharing services today.

In the early days, we plan to use existing airports and heliports,
many of which today are underutilized. As we demonstrate the
benefits of our transportation service, and prove how quiet our air-
craft is, we believe early-adopter communities will be interested in
permitting new infrastructure that is close to where people live and
work. For this reason, we support H.R. 6270, the Advanced Avia-
tion Infrastructure Modernization Act, sponsored by Chairman Lar-
sen, Ranking Member Graves, and Representative Titus, which
would allow cities to begin planning for this new type of mobility
before it arrives.

Every major advancement in aviation began with a revolution in
propulsion technology. And each time our Nation has been at the
leading edge of adopting that opportunity, from the early Wright
brothers’ flights in Kitty Hawk to the jet age. Today, we have the
opportunity to lead once more, this time with a technology that not
only opens the door to new possibilities, but is also cleaner and
quieter than ever before.
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Thank you again for the opportunity, and I look forward to your
questions.
[Mr. Bevirt’s prepared statement follows:]

——

Prepared Statement of JoeBen Bevirt, Founder and Chief Executive
Officer, Joby Aviation

Chairman Larsen, Ranking Member Graves, and Members of the Subcommittee,
thank you for the opportunity to be here today. My name is JoeBen Bevirt, and I
am the Founder and CEO of Joby Aviation (Joby). It is my privilege to speak to you
about topics that are a passion of mine—aviation noise, sustainability, and the work
Joby is doing to create a clean, quiet, and accessible form of air travel.

INTRODUCTION AND JOBY BACKGROUND

I founded Joby in 2009 with the vision of saving a billion people an hour a day
through sustainable flight. My passion for this began while growing up in the Red-
woods of California. I remember walking home from school, where I experienced the
beauty of the land around me, but, like any child, I dreamt of a faster way to get
there. On these walks, I pictured myself flying in an aircraft that could takeoff
vertically and blend into its surroundings, with a sound that mimicked wind rush-
ing through the trees, and producing no emissions harmful to the environment. My
dream was not possible back then, as the technologies necessary were not yet com-
mercially viable. In 2009, this technology matured leading me to start Joby.

At the beginning of our journey, we were a team of passionate engineers working
day and night at a workshop in the mountains above Santa Cruz, California. We
experimented with new ways to design aircraft that could fly like airplanes, take
off vertically and powered entirely by batteries and electric motors. This early work
set out the path for electric vertical take-off and landing (eVTOL) aircraft.

As we set out to design our aircraft, we had a few key goals in mind. We wanted
to build something more efficient and more economical than traditional aircraft thus
allowing millions of people to experience routine air travel. We understood from day
one that making flight a part of everyday life required a revolutionary approach to
acoustics, and this had to be considered in every aspect of the aircraft’s design.

In 2009, this was an ambitious set of goals, as the Electric Aviation industry was
still in its infancy. However, the federal government has long recognized and been
committed to the research and development of electric flight. In 2012, we were fortu-
nate to partner with the National Aeronautics and Space Agency (NASA) on several
critical projects to help prove that electric flight was possible. One of the most suc-
cessful, the LEAPTech project (see Figure 1), led to NASA green-lighting its first-
ever electric X-plane project—the X—57 Maxwell—which we helped design and build
elements of its propulsion system. This work was critical in showing the world that
electric propulsion was ready for flight.
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Figure 1

Figure 1 shows the NASA LEAPTech Project which showcased Joby electric aviation powerplant components

Meanwhile, we kept designing and testing our own motors, battery systems, and
prototype aircraft. In 2015, we felt confident we had designed an aircraft that ac-
complished our goals, and we began flying subscale versions of it. The early tests
showed enough promise that we proceeded to build a full-scale demonstrator that
began flying in 2017.

After several hundred successful flight tests, our team was convinced we had the
right aircraft to fulfill our vision, and we have since built two full-size pre-produc-
tion prototypes and have been flying this platform since 2019. At the same time,
we expanded our manufacturing facilities and—with the help of Toyota Motor Cor-
poration, one of our leading investors and strategic partners—built our pilot manu-
facturing facilities in San Carlos, California, and Marina, California. We are cur-
rﬁntly building our first “production prototype” aircraft which we intend to fly later
this year.

Simultaneously, in 2015, we began to engage with the Federal Aviation Adminis-
tration (FAA), and in 2018, we formally applied to the FAA as a type certification
applicant. We plan to bring to market a piloted electric airplane that seats four pas-
sengers, capable of flying 150 miles (plus FAA required 30 minute VFR reserve) on
a single charge at speeds up to 200 miles per hour. I am pleased to say that we
are currently on track to do this in 2024.

USHERING IN A NEW ERA OF FLIGHT

Our nation’s history of aviation leadership is marked by innovation. From the first
flight at Kitty Hawk to the dawn of the jet age, aviation has constantly reinvented
what’s possible, driven by the introduction of new propulsion methods. Today, we're
witnessing the next propulsion revolution—the dawn of electric aviation. According
to Morgan Stanley, just one segment of the electric aviation industry known as Ad-
vanced Air Mobility (AAM) is expected to be a $1 trillion industry by 2040! and
is projected to add 280,000 jobs to the US economy by 2035.2 Communities that de-
cide to actively take advantage of this revolutionary technology will gain the societal
and economic benefits that accompany this advanced form of transportation.

1See, https://assets.verticalmag.com/wp-content/uploads/2021/05/Morgan-Stanley-URBAN
20210506__0000.pdf.
2 See, https://www2.deloitte.com/us/en/insights/industry/aerospace-defense/advanced-air-
mob1hty html"ld—us 2el:3pr:4diER6839:5awa:012621:&pkid=1007244#endnote-sup-6.
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In this race for global aviation leadership, the FAA is leading the world. It is im-
perative that the United States not take this for granted and continue to take steps
to ensure this leadership continues as Europe and China also seek to lead the
emerging AAM industry. This leadership is possible due to the foresight of both
Congress and the FAA nearly a decade ago, when they undertook the task of rewrit-
ing Part 23 and is furthered by the FAA’s approach of using the flexibility of these
and other existing regulations to their fullest extent.

On July 18, 2013, the U.S. House of Representatives unanimously approved the
Part 23 rewrite, or the “Small Airplane Revitalization Act of 2013” (SARA).3 The
bill, which was signed into law by President Obama later that year, created a new
way to certify airplanes that allowed for more flexibility in the design—provided
that the aircraft still maintained the rigorous safety standards set by the FAA. The
FAA’s “Part 23 Rewrite” was created to modernize general aviation with an eye to
the future by being durable enough to support and enable the design and certifi-
cation of an entirely zero-operating emission aircraft like Joby’s. It is a credit to the
FAA’s work and an example of the government maximizing safety while nurturing
innovation.

Following the enactment of SARA, in 2020, the FAA decided eVTOL aircraft that
fly on the wing and show airplane-like flight characteristics met the criteria to be
considered a Part 23 21.17(A), normal category, airplane.* The FAA also created a
range of special conditions to address items like electric propulsion and vertical per-
formance of the airplane.

This determination also strengthens our global aviation leadership by enabling
early eVTOL operations to use today’s aviation system—including commercial pilots,
air traffic control, and existing bilateral aviation safety agreements >—and therefore,
no significant new regulations are needed to begin commercializing this technology.
By choosing to leverage the new Part 23 for eVTOL aircraft, the FAA has remark-
ably enhanced manufacturers’ ability to innovate and get quiet, sustainable flight
to the masses—without compromising safety.

I firmly believe that Joby’s aircraft and other companies working in our space are
creating the start of a zero-emissions aviation future. Today, the aviation sector has
proven to be one of the hardest to decarbonize. The industry is fully committed to
creating a zero emissions future and have pledged zero operating emissions by
2050.6 To meet this goal, companies are hard at work developing a path to in sector
net zero emissions.

Electric, and eventually hydrogen, aircraft will power a suite of future aircraft
that ultimately cover all potential use cases. Development of this technology will
take time and the government must continue to heavily invest in order to
decarbonize the industry, lead the world in the next era of aviation, and fully realize
the potential benefits of clean aviation for society.

NOISE AS A PRIORITY

Electric aviation has the potential to truly improve our cities and communities—
not just by eliminating emissions, but also creating faster, affordable new ways for
people to move around increasingly congested areas. But these benefits can only be
realized if industry can design planes quiet enough to blend into their surroundings.
While replacing noisy combustion engines with electric motors helps to address the
acoustics of vertical flight, achieving truly quiet flight requires careful design con-
siderations throughout the aircraft.

At a high level, our airplane measures 65 A-weighted decibels (dBa) during take-
off and landing from a distance of 100 meters, and 40 dBA in overflight. This is
roughly 100x less acoustic energy than a traditional rotorcraft, and for comparison,
about as loud as a normal conversation at its loudest point.? However, noise is in-
herently complex and it’s important that when the aviation industry thinks about
it, we consider both the measurable quantity of the noise as well as the quality of
the sound. The Joby design addresses both in several ways.

First, we designed electric motors that create very high torque, which enables our
propellers to spin powerfully at low revolutions per minute (RPM) while still gener-
ating substantial lift and thrust. As a result, the Joby aircraft has double the bat-
tery capacity of a Tesla Model 3 Long Range automobile, along with six times the

3 See, https://www.congress.gov/113/plaws/publ53/PLAW-113publ53.pdf

4 See, https://www.youtube.com/watch?v=WEOIe7qTejU&t=2778s

5See, https://www.faa.gov/newsroom/joint-faa-and-united-kingdom-caa-statement-evtol-aircraft

6See, https://www.aia-aerospace.org/news/net-zero-by-2050/ ; https:/ibac.org/posts/ibac-com-
mits-to-net-zero-carbon-emissions-by-2050 ; https://www.airlines.org/news/major-u-s-airlines-com-
mit-to-net-zero-carbon-emissions-by-2050/

7See, Joby Dec. ‘21 Corporate Deck https://ir.jobyaviation.com/about-us/presentations
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torque density and three times the total propulsion power.® Next, we paired that
motor with specially designed lightweight propeller blades optimized for low noise.
The progression of our propeller design can be seen in figure 2. High torque motors,
combined with a large, purpose designed, propeller capable of spinning at low RPMs
has played a critical part in drastically reducing our total sound profile.

Figure 2

- W

f“
Figure 2 shows the range of propellor designs Joby tested to determine the optimal solution

The amplitude, or loudness, of a sound is just one piece of the noise equation;
sound quality is also critical to how noise is perceived. We focused extensively on
both aspects of noise and designed our aircraft to avoid the “wop wop” of a tradi-
tional helicopter. We instead created a sound that closely resembles nature by lim-
iting the impulsive sound coming off the aircraft.

Taken together, we believe our design approach resulted in an aircraft that is ex-
tremely quiet and more pleasing to the ear than today’s aircraft. To validate this,
it was critical for us to work with a respected third party and, for that reason, we
were fortunate to partner once again with NASA as part of their Advanced Air Mo-
bility National Campaign. Together, we conducted a series of test flights over two
weeks in September 2021, using NASA’s Mobile Acoustics Facility® to analyze the
noise footprint of the Joby aircraft.

Since completing that testing, we have gained valuable insights into the noise sig-
nature of our aircraft, and figures 3 and 4 show some of the results. In sum, it
showed that our aircraft met our acoustic design targets and emits a small noise
signature compared to existing helicopters.

8See, Joby Aviation Analyst Day Deck https://ir.jobyaviation.com/about-us/presentations
9 See, https://www.nasa.gov/press-release/nasa-begins-air-taxi-flight-testing-with-joby



73

Figure 3
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Figure 3 copares the noise sgnature f typié
noise signature of the Joby Aircraft in overflight at 500 meters

Figure 4
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Figure 4 comparesthe noibse'signature of a trditional airliner as it is landing at LAX with the noise
signature of the Joby Aircraft as it is landing at LAX.

COMMUNITY ENGAGEMENT IS VITAL TO THE FUTURE OF EVTOL

Creating a fast, sustainable and quiet aircraft are essential steps, but we must
also be good citizens and neighbors in the communities whom we plan to serve. As
Los Angeles Mayor Eric Garcetti noted before this Committee in his April 2021 tes-
timony: “Angelenos are no stranger to noise from aircraft, particularly from daily
helicopter flights over urban neighborhoods and the broader noise issues faced by
people who live near our various airports. OEMs, like Joby ... are targeting noise
levels less than 70 decibels at cruising altitude. This is comparable to the higher
range of a normal conversation. Joby Aircraft, for example, has publicly made it
known that its aircraft’s acoustical characteristics are just as important as other
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performance characteristics. Communities demand quieter vehicles, and the indus-
try is responding.” 10

Joby intends to not only design and build our aircraft, but to also serve as the
commercial operator as well. We are on track to receive our Part 135 certification
from the FAA later this year.11

Historically, most people have been unable to use air transportation for short, rou-
tine trips given costs and other factors. The objective of AAM is to create a new de-
mocratized, accessible form of air travel. My long-term goal is for the cost of a Joby
flight to be lower than the cost of personal car ownership, but I recognize that will
take some time. This new form of accessible, sustainable air travel will create a new
paradigm in aviation where millions of people can afford to travel on our service
daily or weekly.

In the early days of our service, we plan on operating out of today’s existing avia-
tion infrastructure. The United States leads the world with 5,080 airports and many
more heliports located throughout the country.l2 Built in the aftermath of World
War II, these airports triggered massive economic growth as they connected the U.S.
in ways that had never been possible. Today, many of these airports are underuti-
lized.

Congress, and specifically this Subcommittee, has devoted substantial time and
resources to foster air services among underserved communities with underutilized
airports around the country. We intend to revitalize many of these airports by pro-
viding a new sustainable service.

Due to the substantially reduced noise profile of our aircraft, along with its en-
hanced affordability, we believe there will be interest in and opportunities to permit
new infrastructure closer to where people live and work, commonly referred to as
“Vertiports” or “Skyports.” Industry is actively working with the FAA to define this
new class of infrastructure, but they are largely envisioned as similar in size to a
heliport with electric charging and water available. In the future, I believe that we
could consider incorporating noise standards into how we permit infrastructure.
Quiet aviation is coming, and cities should be able to work with industry to make
it a part of their transportation networks—but only with the promise that it won’t
be disruptive to their citizens.

This future will only be possible if industry engages early and often with local
communities and can deliver a service that is both broadly affordable and a welcome
addition to everyday life. We are already working with numerous cities to design
a service that meets their specific needs and requirements. I believe more local com-
munities will want to construct Vertiports to integrate quiet, accessible aircraft into
their transportation networks.

To help cities begin to plan for Advanced Air Mobility, Joby and others in the in-
dustry have been pleased to support H.R. 6270, the Advanced Aviation Infrastruc-
ture Modernization Act sponsored by Chairman Larsen, Ranking Member Graves,
and Representative Titus.13 This legislation would enable one year planning studies
for cities to study how Advanced Air Mobility will integrate into their specific com-
munity. To paraphrase something that Chair Larsen and I have talked about before,
“the most important person may soon become the local city planner”. I firmly believe
that this piece of legislation is critical to give that local planner the resources nec-
essary to understand how Advanced Air Mobility will benefit their local community.

CONCLUSION

The electric age of aviation is the most exciting time for the aviation industry
since the dawn of the jet age, and the coming decades will be defined by quiet, sus-
tainable, and accessible flight. We appreciate that both Congress and the FAA are
doing their part to ensure that the United States continues to lead the world in the
future of sustainable flight. Joby is committed to doing our best to ensure that we
are providing them a service that is affordable, accessible, sustainable, and quiet.

Thank you again for the opportunity to be here today, and I look forward to your
questions.

10 See, https:/transportation.house.gov/imo/media/doc/Garcetti%20Testimony.pdf

11 See, https:/www.jobyaviation.com/news/joby-nears-completion-part-135-air-carrier-
certification/

12 ?ee, https://www.statista.com/statistics/183496/number-of-airports-in-the-united-states-since-
1990,

13See, https://www.congress.gov/bill/117th-congress/house-bill/62707q=%7B%22search%22%3A
%5B%22H.R.+6270%22%2C%22H.R.%22%2C%226270%22%5D%TD &s=1&r=2
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Mr. LARSEN OF WASHINGTON. Thank you very much. Thank you
to the panel. And we will now go to Members for questions. I will
recognize myself for 5 minutes. The first question is for Ms.
Tranter.

As part of the 2018 FAA reauthorization law, Congress required
FAA to appoint regional aviation noise ombudsmen. In your view,
how would you assess the role that the ombudsman process has
played?

Has it improved communication?

And what improvements can be made to the use of ombudsmen?

Ms. TRANTER. Thank you for the question.

I know that the creation of ombudsmen was much anticipated by
communities across the country, and the impact and investment of
that position has made significant changes to, as I spoke to, the
local presence of the FAA and engagement.

I think there is some room for improvement, in terms of ombuds-
men’s awareness of certain community dynamics, and of a nonpar-
tial role—not that the FAA is partial, but that ombudsmen tend,
and by definition, to have that background.

But I do think that it is exceedingly important that the FAA con-
tinues to try. They are trying, they are putting these things into
place, and there is a lot of trial and error as they go, but the most
important factor is that these policies and positions are put into
place to build on and to learn from.

Mr. LARSEN OF WASHINGTON. Thank you. Are there specific
changes to the law as we prepare for 2023 that you think we
should consider?

Ms. TRANTER. I think the law changes should continue to invest
and allow the FAA to invest in local community engagement, so
subject matter experts on the ground for and on behalf of commu-
nities, whether that is through the FAA, through outside consult-
ants or contractors. That, in, I think, our organization’s opinion, is
one of the strongest tools towards giving communities that sense
that they are well represented and have the same footing as these
new tracks go into place, the new procedures go into place.

So, that investment for the FAA would be critical for them to
have those tools at individual airports to respond to the individual
needs.

Mr. LARSEN OF WASHINGTON. Yes, thanks.

Mr. Miller, your description of the Hollywood Burbank experi-
ence sounded very sunny, and I am sure a lot of hard work went
into that. Do you have any advice for us on any hiccups or chal-
lenges that you faced and, as well, how this would apply—how your
experience would apply to other airports?

Mr. MILLER. Mr. Chairman, you are right, it wasn’t all sunny.

The purpose of the task force was really to identify issues that
have been raised before, that there are certain things that we can
and cannot do to provide an opportunity for the community to un-
derstand the role of the airport. And as we went through the proc-
ess, we worked very closely with the FAA to ensure that the task
force would be able to accomplish what we wanted. And the FAA
was very instrumental in helping us convene this task force.
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We also made it clear that not everything that was contained in
the recommendations we could commit to undertaking. There were
some things that, obviously, can’t be done.

So, I think it helped us at least to get out there. I know that the
community wasn’t always very happy with the idea that it wasn’t
an easy fix. And as was stated once before, we are not really elimi-
nating noise, it is how you relocate the noise impact.

So, there are issues that have to be discussed. Certainly, we
know that we weren’t making everybody happy. But I think most
airports around the country want to be good neighbors. We cer-
tainly want to be a good neighbor here in Burbank. And the task
force is, I think, a very important way of conveying that to the com-
munity and giving them an opportunity to participate in discus-
sions with us. And I think it was very important to have the elect-
ed officials represented on that task force to also understand how
their constituents could be affected either by getting noise that
they hadn’t experienced before, or being able to move the noise to
a different area where it had provided the least impact.

Mr. LARSEN OF WASHINGTON. Thank you. I will have questions
for the record for the other witnesses around new technologies and
their impact on noise.

With that I will turn to the ranking member, Representative
Graves of Louisiana, for 5 minutes.

Mr. GRAVES OF LOUISIANA. Thank you, Mr. Chairman.

Ms. Tranter, I was asking the FAA and the GAO in the first
panel about some of the distortions about noise complaints, going
over the helicopter analysis done with the Department of Defense,
as well as some of the complaints coming in to National Airport,
and just showing the incredible distortion of numbers with the ma-
jority of complaints. For example, for the helicopter analysis, 89
percent of the complaints were lodged by the same 10 folks. The
outliers can obscure a goal of trying to truly mitigate noise com-
plaints or noise issues.

How can we work together to help to make sure that we are
doing an accurate analysis, and truly working to address the com-
plaints collectively?

Ms. TRANTER. Thank you for the question. Yes, noise complaints
are an interesting beast, in that the FAA, the United States does
not measure noise impact by complaints; it is measured by the met-
ric.

I would go back to my testimony that the engagement with the
roundtables who have been endorsed by the community or who
have been developed by the community, whether those be put to-
gether by or comprised of elected officials and/or residents, and also
other subject matter experts: those bodies, those public processes
give, in our experience, the most accurate picture of the impacts on
the ground and what folks are hearing. Because, yes, maybe one
person gives a much more of an unbalanced set of complaints in
a process.

However, folks who are engaged, who are well educated on the
issue and impacts tend to engage with their local elected officials
and with anybody that is present. In Minneapolis, there is the
Noise Oversight Committee. Those are elected officials and city
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staff and residents. They are known to interact with them, and also
with their elected officials in Congress, and things like that.

So, that gives you a much more accurate picture to then respond
to and address where the issues lie.

Mr. GRAVES OF LOUISIANA. Thank you.

Mr. Bevirt, you win the prize for the best background. I think I
would like one of those.

But I wanted to ask, so I asked Ms. Krause on the first panel
from the Government Accountability Office about how we need to
be thinking about noise moving forward, considering the evolution
of technology and some of the innovation that you and others are
carrying out. We are going to be looking at, potentially, aircraft
that are much closer to residential and commercial areas, poten-
tially flying at different elevations.

Could you talk a little bit about how Joby is approaching it, per-
haps give us some advice on what we should be thinking about as
we consider the number of flights, when we consider the different
altitudes, meaning the lower altitudes of some of the aircraft that
will be flying, with newer technologies, and some of the flightpaths,
and that we are going to be potentially having vertiports and oth-
ers closer to residential areas, and things along those lines?

Mr. BEVIRT. Congressman Graves, thank you so much for the
question.

So, I think the key element here is, if you care about aviation
noise, if you care about acoustics, the best thing you could do is in-
vest in electric propulsion. Electric propulsion is a game changer.
It allows you to radically rethink the design of aircraft in a really
holistic way.

As I spoke about, we have been able to reduce the acoustic signa-
ture of aircraft in hover by 100-fold, compared to helicopters. That
is unprecedented.

We have also been able to substantially reduce the noise in over-
flight.

The reason we have invested in this, we have spent more than
a decade very, very focused on this, and the reason is, we want to
be able to serve communities. We want to be able to land in a com-
munity. I am somebody who cares very deeply about the tranquility
of the place that I live, and yet I want access to the next generation
of transportation. And so, I want to be able to take off from where
I live without disturbing my neighbors. And to do that, we have de-
veloped an aircraft which is really a game changer in its acoustic
signature.

To follow on, electric propulsion can enable those benefits in air-
craft of all shapes and sizes, and will be really transformational as
we look to the future of reducing aircraft noise across the country.

Thank you again.

Mr. GRAVES OF LOUISIANA. Thank you very much.

Madam Chair, I yield back.

Ms. NORTON [presiding]. I recognize myself for 5 minutes. A
question for Ms. Tranter.

One of the most consistent complaints we hear from residents
who experienced elevated levels of noise is their inability to speak
or direct their complaints directly to the FAA. In response, this
committee included a provision in the FAA Reauthorization Act of
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2018 to create a formal process for addressing community concerns
by establishing ombudsmen in each FAA office to serve as commu-
nity engagement officers.

How effective have these new ombudsmen been at addressing
community concerns regarding aviation noise?

Ms. TRANTER. Thank you for the question. I do think that it was
a point of progress to have an FAA personnel at each airport, at
each regional—not at each airport, but at each region of the FAA
that can engage and be responsive.

I think that the key—and what we have seen as an organization
is the key—is to have that person have continuity, have engage-
ment with whatever the other stakeholders are, and understand
the dynamics there. The FAA is a very large agency. They have a
lot on their plate to deal with, safety and efficiency, and safety
being—we all understand that we fly safely because of how hard
everyone at the FAA works.

But having the dedicated person on the ground is a great step,
but we do see room for improvement in just elevating all levels of
communication in terms of reading the room for each scenario, each
airport, and then responding back up to headquarters, and using
all of the tools that headquarters has, and has put in place to then
respond to the community concerns.

Ms. NORTON. In your view, are there more changes that need to
be made to create a more effective engagement with local commu-
nities?

Ms. TRANTER. Yes, I think that continued investment by Con-
gress and the FAA into on-the-ground Government, FAA, industry,
and airport engagement, more investment in terms of policy that
you all would put into place, and positions that are funded. An em-
phasis on the need for local understanding and engagement is key
because, again, all of these long-term investments into looking at
metrics, into the study of noise, into new aircraft, which is all ex-
tremely vital and important, that is very long term. And so, the in-
vestment into how the FAA and Congress can support the indi-
vidual local engagement, I think, would be a great focus for the
next reauthorization.

Ms. NoORTON. Mr. Miller, many airports that participate in the
part 150 program and receive Airport Improvement Program fund-
ing for noise mitigation projects find that the demand for these
funds often outstrips supply. However, with the passage of the In-
frastructure Investment and Jobs Act—and we have just done
that—airports will receive a record amount of funding for all types
of airport development projects, including noise mitigation.

Can you explain how critical this law will be in helping airports
fund additional noise mitigation projects for their local commu-
nities?

And can you specifically describe how your airport plans to use
this new funding to address your community’s aviation noise con-
cerns?

Mr. MILLER. Madam Chairman, certainly, the funding that has
been approved will be very welcomed by airports around the coun-
try, as well as here in Burbank. We rely upon it very much to be
able to do the noise mitigation efforts that we know will be very
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crucial to our efforts to be that good neighbor, to help noise-insu-
late homes around the airport.

We will continue a program that we have had in place for some
time. There has been a lapse in our efforts only because of the
COVID pandemic and the lack of available funding for us. So, as
the funding becomes available, and as we can draw down on that
money, we have already set aside the matching grant dollars that
we will need in order to move forward.

So, I thank Congress for approving that bill. I thank you for the
ability to have more funding available to ensure that we can move
as quickly as possible to complete the programs that we have had
in place for quite some time.

Ms. NORTON. Thank you very much.

Mr. Burchett, you are recognized.

Mr. BURCHETT. Thank you, Chairlady, I appreciate the oppor-
tunity to be here.

JoeBen, I am a flagrant inventor myself, I guess, and I appre-
ciate everything that you have got going. I wish you were close to
Knoxville, Tennessee, brother. I would love to crawl all over one of
those airplanes. That just fascinates me.

And I brought a picture of my mama. She actually flew an air-
plane during the Second World War, which is pretty cool. She
was—my daddy was off fighting the Japanese, she was doing her
part for the war effort. And she lost a brother fighting the Nazis,
and she was about 18 years old and flying an airplane. They were
truly the greatest generation.

And I guess my question, just for anybody out there who wants
to answer it, do you all think that the U.S. can realistically achieve
the net-zero greenhouse gas emissions in the aviation sector by
2050 without phasing out a majority of the planes currently in the
U.S. fleet? Because I know that they are older planes, and probably
not as efficient.

And of course, Mr. JoeBen is chomping at the bit, because he
knows they are not electric. So, I am wondering if you all think
that is a possibility.

Mr. BEVIRT. So, I am incredibly excited about the opportunity to
utilize solar and wind and hydropower, hydropower from places
like Tennessee, to deliver energy independence for our country, and
to power our aviation and our planes with electric and hydrogen-
electric propulsion systems to drive the economic value into our
country, into our communities.

If you have an airport, and you put in solar panels, all of the rev-
enue from that energy generation accrues to the local community.
If you are in Kansas, and you have got wind turbines, and you
power your planes, all of that revenue is accruing to your commu-
nity. I think that is really, really powerful.

I think that, as you rightly point out, we need to drive to a zero-
emissions aviation future. We need to do that as aggressively as we
possibly can. The best way to do that is with electric propulsion.
And so, we should be investing in research and development. We
should be investing in manufacturing. We should be investing in
things like H.R. 6270 to drive community planning.

All of this will leave the country much stronger. Investments
made today will pay dividends for decades.
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Mr. SILVER. If I might, as well, there is no doubt that we are cur-
rently being outspent by our European compatriots—competitor
mates, as we like to call them—in terms of these technologies.

We, AIA, has made the commitment. We are the ones who are
required to design these aircraft to meet the goals of 2050. We
would not lightly make that commitment unless we thought we
could get there. However, it is going to take extraordinary effort on
all of our parts and putting in the necessary time, research, and
dollars to help us accomplish that, including, but not limited to, the
engine technology, the airframe technology, but also sustainable
aviation fuels, which are going to be critical for us in helping us
achieve these goals.

Ms. PINKERTON. Congressman, I will just jump in here, as rep-
resenting the airlines today.

Well, first of all, the story about your mom was amazing. What
an inspiring story, but

Mr. BURCHETT [interrupting]. She was pretty cool.

Ms. PINKERTON. That is awesome.

Mr. BURCHETT. I am an unrepentant mama’s boy, and I miss her
and my daddy every day.

Ms. PINKERTON. I did want to say, carriers also are very excited
about the potential for electric and hydrogen. In fact, some of our
carriers have invested in those technologies. I think they are crit-
ical, but they are more of a medium or longer term solution.

And as you know, carriers came together last year and an-
nounced our net-zero goal by 2050. We do think we can meet that,
but we do think, in the short and medium term, we need to be
making these investments in sustainable aviation fuel. I know we
have got some leaders on this committee in that space. It is very
exciting, the work that is being done, but it is a public-private part-
nership.

Airlines are committed to making that happen. Having 3 billion
gallons of sustainable aviation fuel available by 2030 is no easy
task. But there is funding and incentives in the Build Back Better
bill that we are all very supportive of, and I am looking forward
to working with you and your colleagues to make it happen.

With respect to the planes, I don’t know if you heard my oral tes-
timony, but essentially what I said was, if there is a silver lining
on COVID, it is the fact that we not only parked planes, but we
retired a lot of our older and noisier fleet. And we have spent $60
billion in the last 5 years on buying newer planes. Those new
planes that we bought in the last couple of years are 50 percent
more efficient and quieter than the planes that we bought just 10
years ago. So, I think we are off to a good start, but we will look
forward to working together——

Mr. BURCHETT [interrupting]. Sharon, do you think my flight bill
will come down 50 percent?

[Laughter.]

Ms. PINKERTON. It is already pretty low, I have to tell you. It is
already pretty low.

Mr. BURCHETT. All right. I don’t know. My parents were Depres-
sion-era. It could always go a little lower.

Thank you all so much. And Madam Chair, I yield back the re-
mainder of my time. It has been a pleasure with you all today.
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Ms. NORTON. I thank the gentleman.

That concludes our hearing. I would like to thank our witnesses
for their testimony today. Your comments have been very inform-
ative and helpful.

I ask unanimous consent that the record of today’s hearing re-
main open until such time as our witnesses have provided answers
to any questions that may be submitted to them in writing.

I also ask unanimous consent that the record remain open for 15
days for any additional comments or information submitted by the
Members or the witnesses to be included in the record of today’s
hearing.

Without objection, so ordered.

The subcommittee stands adjourned.

[Whereupon, at 12:25 p.m., the subcommittee was adjourned.]






SUBMISSIONS FOR THE RECORD

Prepared Statement of Hon. Sam Graves, a Representative in Congress
from the State of Missouri, and Ranking Member, Committee on Trans-
portation and Infrastructure

Thank you, Chair Larsen and Ranking Member Graves, and thank you to today’s
witnesses.

Ensuring that airports and the aviation community work together with nearby
communities and the general public is critical to the growth of the aviation industry.

Obviously, aircraft noise at airports can negatively affect surrounding commu-
nities.

That is why over the years this Committee has given the FAA a number of tools
to help mitigate the impacts of aircraft noise.

However, it is important to remember that the FAA is an aviation safety regu-
lator, responsible for the safe, efficient operation of the National Airspace System.

We also have to ensure that unfounded noise concerns are not used as a weapon
against our general aviation airport infrastructure.

Most general aviation airports have been around for decades, and the noise from
airport operations isn’t new.

A robust network of GA airports will help drive the next few decades of aviation
gr(l)lwtlh and development, including with new technologies like advanced air mobility
vehicles.

I look forward to hearing from our witnesses today about how we can work to
mitigate the effects of aviation noise without compromising the American leadership
in aviation safety, operations, and technology.

Thanks again, Mr. Chairman, and I yield back.

———

Prepared Statement of Hon. Eddie Bernice Johnson, a Representative in
Congress from the State of Texas

Thank you, Chairman Larsen and Ranking Member Graves for holding today’s
hearing. I would also like to thank our outstanding witnesses for testifying before
us today.

As a Member of Congress with two airports, Love Field and Dallas-Ft. Worth, and
two large airline hubs, American Air and Southwest, based in and just outside my
congressional district in Dallas, the issue of aviation noise is a matter of great con-
cern to me and to many of my constituents living near these airports. As we've
learned, aviation noise isn’t just an annoyance, but can lead to a host of long-term
health and behavior problems for those subjected to high decibels of noise.

Dallas Love Field is a vital hub serving Dallas and North Texas. In 2020, Dallas
Love Field was the busiest medium-sized airport in the United States. Because of
its central location within the city, it is uniquely convenient for travelers, however,
this also places the airport near densely populated neighborhoods. According to
FAA’s 2021 analysis, roughly 300,000 residents live within 5 miles of the airport,
a statistic that ranks it in the top 25 of all airports surveyed.

In response to the noise, Love Field has created an Environmental Committee
which facilitates meetings with the community and airport stakeholders, has in-
stalled monitors that collect noise data, and launched a Noise Lab website that al-
lows residents to submit noise complaints for investigation, and provides live flight
tracking and other helpful airport information.

As airports continue to see more flights every day, addressing aviation noise must
be a priority for all our government leaders and aviation stakeholders, and should
continue to be a multi-pronged approach utilizing new technology, innovative build-
ing materials, new take-off and landing patterns, and strong community engage-
ment.

(83)
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I look forward to hearing from our witnesses on the latest actions being taken to
address aviation noise and what we can be doing better.

——

Statement of Hon. Karen Bass, a Representative in Congress from the State
of California, Submitted for the Record by Hon. Rick Larsen

Chair Larsen, Ranking Member Graves, and members of the Subcommittee on
Aviation, thank you for the opportunity to provide written testimony on today’s
hearing on aviation noise.

This is a timely hearing given that air traffic is rebounding to pre-pandemic lev-
els. In the 37th Congressional District of California, aviation noise has had a dev-
astating effect on many of my constituents. The Federal Aviation Administration’s
(FAA) implementation of the Southern California Metroplex project narrowed the
North Downwind Arrival flight path into Los Angeles International Airport (LAX),
resulting in concentrated noise over parts of my district where aviation noise had
never been a large issue before. Even moderate exposure to noise has been shown
to have harmful effects on human health, and excessive levels of noise like those
afflicting parts of my district can have serious health effects including exacerbating
hypertension and heart disease; and disrupting sleep, with all the harms that come
from that, including learning loss among school children.

In addition to the human cost, aviation noise has direct economic impacts in my
district, which is home to several motion picture studios, one of which lies directly
under the North Downwind flight procedure. The frequency of overflights has in-
creased dramatically, back to, and sometimes exceeding, pre-pandemic levels. There
may be a plane overhead every two to three minutes. Studios working outside of
a soundstage can find it difficult to have a stretch of time long enough to film a
whole scene without airplane noise interrupting the filming. And those scenes
filmed outdoors, including off of the studio lot, can provide income to the city, to
local residents and businesses, and of course, to the workers who make all of the
magic happen behind the scenes. This has already resulted in production moving
away from my district, posing a significant financial loss for the 37th District.

Additionally, as Urban Air Mobility and Advanced Air Mobility technology con-
tinues to develop, we must prioritize residents’ health and well-being. Large scale
use of drones to deliver packages to consumers, for example, will further increase
noise exposure given the low altitude of drone flight. While there are merits to this
new technology, there has been virtually no public discussion about the noise annoy-
ance accompanying delivery drones, air taxis and other low-altitude flight tech-
nologies. We must plan to prevent those harms. Rather than repeat past mistakes,
implementation of new technologies should take strong measures before implemen-
tation to assure that a company’s bottom line does not come at the expense of resi-
dents across the country.

I strongly urge the FAA and Congress to do more to address the problems faced
by communities currently struggling with excessive noise, and to engage in mean-
ingful outreach and mitigation during the planning phase of any changes to flight
procedures moving forward. One of the biggest problems with the NextGen imple-
mentation was that, by the time FAA began outreach, millions of dollars had al-
ready been invested in planning to re-construct the highways in the sky in a par-
ticular way. Any input from terrestrial communities at that point could have little
effect on the outcome of that planning process.

As a former community organizer, I know that there is wisdom in the community
that can often result in solutions the planners had not thought to explore. Including
those on the ground in planning for proposed changes affecting aviation noise could
well result in much more workable solutions, and at the very least help the commu-
nity understand the reasons why choices are being made. I look forward to working
with my colleagues to advocate for solutions to provide relief to communities across
the nation and prevent these problems in the future.

Once again, thank you Chair Larsen, Ranking Member Graves, and Members of
the House Subcommittee on Aviation for the opportunity to provide written testi-
mony. I appreciate your time and attention.

———
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Statement of Hon. Donald S. Beyer, Jr., a Representative in Congress from
the Commonwealth of Virginia, Submitted for the Record by Hon. Rick
Larsen

Thank you for providing me the opportunity to provide testimony for the Trans-
portation and Infrastructure’s Subcommittee on Aviation hearing on “Aviation
Noise: Measuring Progress in Addressing Community Concerns.”

Aviation noise is something that impacts my constituents daily because of the lo-
cation of National Airport within Virginia’s 8th District. While I applaud the Fed-
eral Aviation Administration’s (FAA) recent efforts to modernize their air traffic sys-
tem, this has led to flights being concentrated over specific neighborhoods, instead
of the scattered flight paths that spread the noise across several neighborhoods. Air-
craft noise is known to cause community annoyance, disrupt sleep, and negatively
impact overall health of impacted residents.

Hundreds of my constituents have expressed to me their frustrations with the
slow pace of change following their input to government authorities about aircraft
noise. This problem isn’t getting better quickly enough. Northern Virginians have
been patient, but there is more that can be done to reduce the toll taken by noisy
aircraft in our community. It is my strong belief and that of my constituents that
airplanes should fly over the Potomac River for as long as possible before turning
east or west.

During my time in Congress, I have taken several measures to try to mitigate the
impacts of airplane noise. Every year, I join colleagues in our annual appropriations
cycles to push for mitigation measures in the Transportation-Housing and Urban
Development Appropriations Bills. I have offered amendments to FAA Reauthoriza-
tions, National Defense Authorizations, and sought every opportunity possible to en-
gage with relevant stakeholders in the community and across government to help
mitigate the noise. While I remain committed to finding strategies to help constitu-
ents, I think it is time the FAA engage in a more robust way on these issues. We
need an Administrator who is committed to conducting detailed environmental im-
pact assessment before flight path changes over residential areas and who under-
stands people under flights are as important as those on flights. That is why I en-
couraged President Biden to nominate a new FAA Administrator who is focused on
mitigating the impact of airplane noise on local communities.

While I know that my district is situated in such a way that heightens the noise
impacts of aircraft on people, I believe it is imperative that we continue to work
together to find ways to lessen these impacts.

Additionally, attached to this testimony, please find a letter from one of my con-
stituents regarding his thoughts and concerns on the issue.

ATTACHMENT

[Editor’s note—The letter from Mark and Leanna McEnearney, Rep. Beyer’s con-
stituents, is retained in committee files.]

———

Statement of Hon. Jim Cooper, a Representative in Congress from the State
of Tennessee, Submitted for the Record by Hon. Rick Larsen

I proudly represent Middle Tennessee, including the Nashville International Air-
port (BNA), the best small-city airport in the world. Nashville is one of the hottest
cities in America. It’s easy to get to or from Nashville to anywhere in the country.
Travelers from all over the world visit Nashville to experience our live music,
award-winning restaurants, and southern hospitality. Last year, nearly 16 million
passengers traveled through BNA, and that number is estimated to grow to more
than 23 million over the next decade and a half.

Nashville is a welcoming city, but all these visitors are hurting the quality of life
of community members who live near the airport. My office regularly receives com-
plaints about aviation noise caused by commercial flights at BNA.

Constituents who live up to ten miles from BNA routinely complain of aviation
noise starting from before 6:00am and lasting until after 11:00pm. One neighbor-
hood association president reported, “The neighbors are growing increasingly upset
about the disturbance to their sleep and quality of life.” A nationally-known musi-
cian in Nashville says aviation noise from BNA frequently disrupts work at his
home studio. He often measures the exact decibel level of the noise with his record-
ing equipment.

I mostly hear from constituents who live outside of the FAA’s designated bound-
ary for significant aircraft noise exposure, known as the DNL contour. Thus, offi-
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cially, the FAA does not have to address their noise complaints. The current noise
mitigation strategies are not working and there must be a solution for Nashville
residents who live outside of this FAA boundary but who still experience high levels
of noise pollution.

Nashvillians also need greater clarity about reporting aviation noise. One con-
stituent who lives outside the DNL contour went to great lengths to report the prob-
lem and find a solution, but he got nowhere in the process. The Metro Nashville
Airport Authority, which owns and operates BNA, told this constituent the FAA has
exclusive control over all aircraft in the air and determines the appropriate routing
and altitude of arriving and departing aircraft according to wind direction and
BNA’s runway configuration. Meanwhile, the FAA told the same constituent that it
“does not control the time of day for aircraft operations, airline schedules, or the
type of aircraft airlines choose to fly,” and that it “has no control over airport oper-
ations, local airport noise abatement programs, or voluntary noise abatement proce-
dures.” According to the FAA, BNA is best suited to address noise impact. We still
don’t know who has control, but we do know that when everyone passes the buck,
nothing gets resolved.

BNA claims there have been no changes to flight patterns in the past few years
and that Nashville residents had grown accustomed to the low air traffic levels of
2020 when fewer flights took place. But my constituents insist this is not the case.
Regardless, there is an abysmal failure of communication and a total lack of leader-
ship here. We need to make it clear to members of our communities to whom to
report aviation noise issues and what remedies are available when their quality of
life is genuinely disrupted. They deserve nothing less.

——

Statement of Hon. Anna G. Eshoo, a Representative in Congress from the
State of California, Submitted for the Record by Hon. Rick Larsen

Mr. Chairman, thank you for holding this important hearing on an issue that has
substantially impacted the quality of life of my constituents: aviation noise.

The Federal Aviation Administration’s (FAA’s) NextGen program includes the use
of Performance Based Navigation which allows aircraft to fly along more precise
flight paths. This technology also has the unfortunate side effect of concentrating
jet noise over communities under these flight paths. Since 2015, noise complaints
at San Francisco International Airport increased by over 1,000 percent, and I con-
tinue to hear from so many constituents who experience elevated levels of noise.

I asked my constituents to participate in this hearing by submitting their com-
ments to me about how aviation noise has impacted their lives. I received responses
from 127 constituents; the Cities of Mountain View, Palo Alto, and Saratoga; and
the Chairman of the Santa Cruz County Board of Supervisors demonstrating the on-
going frustration of so many about the FAA not being able to resolve this issue. I've
enclosed each of the comments I received so that these important concerns are in-
cluded in the record of this hearing.

As the Subcommittee prepares to consider FAA reauthorization legislation in
2023, I encourage you to consider the following policies to help address aviation
noise:

NoOISE METRICS

The FAA relies on the 65 decibel day-night average metric (DNL) to determine
noise impacts, but community surveys have consistently demonstrated that this
metric does not accurately measure how our constituents living under flight paths
perceive aviation noise. The FAA has failed to adequately consider alternative
metrics such as the Cumulative Noise Equivalency Level, which is used by the State
of California, and the day-evening-night level metric (DENL) used in Europe. The
upcoming FAA reauthorization bill should direct the FAA to develop a metric that
properly reflects the burden of aviation noise on impacted communities.

CONSIDERATION OF COMMUNITY IMPACT

The FAA has a statutory mandate to prioritize safety and efficiency when design-
ing flight paths. While safety should always be the FAA’s top priority, efficiency
should be balanced against the environmental impacts of changes to flight paths,
including noise impacts. I've supported legislative efforts to require the FAA to ele-
vate the importance of noise when designing flight paths, including introducing H.R.
4925, the F-AIR Act with Congresswoman Jackie Speier, and I will continue to sup-
port this policy.
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Aviation noise is not merely a nuisance but substantially diminishes the quality
of life of so many of my constituents, including many who live dozens of miles from
San Francisco International Airport. Thank you for the opportunity to participate
in this hearing and for reviewing my testimony and the views of my constituents
as you consider legislation to mitigate aviation noise.

ATTACHMENT

[Editor’s note—Comments from 127 of Rep. Eshoo’s constituents; the Cities of
Mountain View, Palo Alto, and Saratoga; and the chairman of the Santa Cruz Coun-
ty Board of Supervisors are retained in committee files.]

————

Statement of Hon. Ruben Gallego, a Representative in Congress from the
State of Arizona, Submitted for the Record by Hon. Rick Larsen

I would like to thank Chairman Larsen for holding this important hearing on
aviation noise.

As a member of the Quiet Skies Caucus, I have worked with my colleagues and
my community for many years to mitigate the impact of aircraft noise in Arizona’s
7th District.

This advocacy began largely with the implementation of new flight paths in 2014
at Phoenix Sky Harbor Airport.

These changes had the effect of exposing homes and businesses in our community
to unacceptably high levels of noise, disrupting the daily lives of countless Phoenix
residents.

They were also decided on and implemented without adequate input from the
community.

Fortunately, in 2018, the U.S. Court of Appeals sided with a coalition of Phoenix
neighborhoods in a lawsuit claiming the FAA inadequately analyzed the impact of
the flight path changes before they took effect.

This decision was a key development in the national discussion around mitigating
airplane noise and addressing community concerns, which is why I would like to
enter into the record of this hearing the affidavits of my constituents that were first
submitted to the FAA in 2015 as part of an Administrative Petition and then part
of the Historic Neighborhoods Petitioners’ Opening Brief in 2016 for a Petition for
Review filed with the U.S. Court of Appeals/DC Circuit.

Thank you.

ATTACHMENT

[Editor’s note—Retained in committee files are the following: Part of the Historic
Neighborhoods Petitioners’ Opening Brief in 2016 for a Petition for Review filed
with the U.S. Court of Appeals for the District of Columbia Circuit, followed by affi-
davits of Rep. Gallego’s constituents that were first submitted to the Federal Avia-
tion Administration in 2015 as part of an Administrative Petition.]

———

Letter of April 1, 2022, from Hon. Stephen F. Lynch, a Representative in
Congress from the Commonwealth of Massachusetts, Submitted for the
Record by Hon. Rick Larsen

APRIL 1, 2022.

The Honorable RICK LARSEN,

Chair,

Subcommittee on Aviation, House Committee on Transportation and Infrastructure,
Washington, DC 20515.

The Honorable GARRET GRAVES,

Ranking Member,

Subcommittee on Aviation, House Committee on Transportation and Infrastructure,
Washington, DC 20515.

DEAR CHAIRMAN LARSEN AND RANKING MEMBER GRAVES,

Thank you for hosting the Aviation Subcommittee hearing on March 17th, 2022,
addressing community concerns surrounding aviation noise. I appreciate your effort
in asking for House wide insight on this topic and I welcome the opportunity to pro-
vide extended remarks on this issue.
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Aviation noise pollution remains a top concern for a number of communities in
my district. As I mentioned in my comments during the hearing, towns in my dis-
trict, such as Milton, Massachusetts, have endured airplane noise levels far beyond
comfortable levels for years. My constituents are unable to enjoy outdoor areas or,
in some cases, are impacted by the noise levels that permeate the walls of their
home. This problem persists in districts like mine, and in communities across the
country, due to the lack of response from the FAA. Congress has repeatedly called
for increased community engagement efforts to address aviation noise levels, but the
FAA appears to be unwilling to properly address the issue. To better handle the
issue of aviation noise on the federal level, my top priorities include developing more
efficient community engagement systems that will provide proper communication be-
tween community members and the FAA, requirements for improved transparency
and interaction on research efforts related to aviation noise, and the passage of my
legislation, H.R. 712, specifically addressing issues related to the current noise level
metric.

From my conversations with my constituents, airport officials, local communities,
there are new systems that can be used to improve the way the FAA gather informa-
tion. It would be helpful if the FAA models and implements a procedure for a set
of dispersed RNAV paths used in rotation rather than a single RNAV for each ar-
rival and departure for a given runway. Doing that would help restore the equitable
dispersion of overflights across communities rather than continued daily use of a
single concentrated path over the same victim communities that FAA imposed its
RNAVs on. The concentrated RNAV paths are the single biggest contributor to over-
flight noise. Yet, the prior FAA dispersed paths were safely flown and equitably
shared overflight effects. Further, military combat aircraft equipped with RNAV ca-
pability do not rely on single RNAV approach paths because they would be too eas-
ily intercepted approaching in a straight line. The technology to disperse and rotate
paths’ use is available. We would urge the FAA to provide a report on the avail-
ability of requisite technology for dispersed RNAV path rotational use. If the FAA
were to include a more inclusive system, our communities would be better served.

Community members across my district have made their displeasure with the FAA
known throughout my time in Congress, specifically their lengthy response times.
Several years ago, the last time FAA representatives came to my district, eight hun-
dred of my constituents showed up to express their anger with the lack of response
from the FAA. One of the most common concerns from community members is over-
flight noise concentration due to the FAA’s imposition of narrowly concentrated GPS
departure and arrival flight paths. FAA’s substitution of those narrow GPS over-
flight paths for its previously dispersed air traffic controller administered paths has
shifted all the noise onto communities that previously shared that impact with other
communities. On multiple occasions I have called on the FAA to shift away from
this system that results in an unequal noise burden by utilizing over-water take-
offs and landings.

At the local level, airport organizations, like Massport, operates airports and a
seaport in my district, focus much of their efforts on direct community engagement.
Massport relies on a wide community network, as well as a complaint hotline avail-
able to community members to report high levels of airplane noise in their neighbor-
hood. Specifically, we want the FAA to pledge publicly to document hard-deadlines
for each step of its process to change its noise policy. Ensuring public documents
will keep the FAA in the public space allowing for our communities to properly
interact with this agency. Further, we would request that FAA community round-
table meetings are recorded and posted publicly. Efforts like these by local airport
groups to effectively engage and interact with community members should provide
an example to the FAA on best practices for addressing community concerns.

To further address the issue of aircraft noise pollution, my legislation, H.R. 712,
would address this by evaluating health impacts of air traffic noise and pollution
and issue the Expert Consensus Report on findings by the National Academies. There
is a clear demand from our constituents that we investigate the impacts of new
flight paths across the country. It is imperative that we understand and remedy any
health effects caused by aircraft flying over residential areas, and the onus is on
the FAA to produce this information. Evidence from the Neighborhood Environ-
mental Survey (NES)?! study that more people than previously thought report “high
annoyance” from aviation noise, even for DNL (day-night average sound level) esti-
mates well-below 50 dB makes it clear the current metric needs to be adjusted. Sci-
entific evidence from this study, as well as consistent feedback from community

1“Neighborhood  Environmental  Survey”  https:/www.faa.gov/regulations policies/pol-
icy guidance/noise/survey
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members tells us that constituents are being harmed by these numerous, repetitive,
and persistent aviation noise events forced upon them without their consent.

In response to myself and my colleagues’ commentary at the March 17th sub-
committee hearing, I hope the FAA will work cooperatively with Congress and local
advocacy groups to continue proactively addressing community concerns regarding
aviation noise. With the upcoming retirement of Administrator Dickson, there is an
opportunity for growth and rededication to community concerns. I am hopeful the
new Administrator will take seriously the FAA’s responsibility to better commu-
nities across the country impacted by noise and air pollution.

Attached are two statements from constituents, Amy McCoy and Cindy
Christiansen, on the matter. These correspondences are their own views and perti-
nent to the topic at hand.

Thank you for your time and consideration. If you have any questions, please con-
tact my staff, William Seabrook.

Sincerely,
STEPHEN F. LYNCH,
Member of Congress.

ATTACHMENT

[Editor’s note—Statements from Amy McCoy and Cindy Christiansen, Rep.
Lynch’s constituents, are retained in committee files.]

———

Statement of Hon. Carolyn B. Maloney, a Representative in Congress from
the State of New York, Submitted for the Record by Hon. Rick Larsen

Thank you so much for the opportunity to submit testimony for the House Com-
mittee on Transportation and Infrastructure’s Subcommittee on Aviation hearing on
“Aviation Noise: Measuring Progress in Addressing Community Concerns.” Aviation
noise is something I hear about from my constituents constantly. In fact, my con-
stituents in Queens tell me that at peak times of day, they have helicopters flying
directly over their homes every six minutes.

Helicopter traffic in New York City is on the rise. Between October 2019 and Oc-
tober 2020, complaints about helicopter noise increased 130%.! And this only be-
came worse during the pandemic. According to the city’s 311 hotline, through the
end of September 2021, New York City received more than 17,000 calls about heli-
copter noise, which eclipsed the helicopter-noise complaints made in 2019 and in
2020.2

To put it simply, New Yorkers are being inundated with helicopters and helicopter
noise pollution, and it is negatively affecting their quality of life, and potentially
their physical and psychological health.3

Any New Yorker can tell you how deafening and disruptive helicopters are. Heli-
copter noise during the pandemic has been particularly disruptive. Over the last two
years, New Yorkers have spent time at home like never before, where they have
been subjected to the nerve-wracking sights and sounds of low-flying helicopters
swooping over their neighborhoods or hovering at dangerously low altitudes over
parks or open spaces.

There are many different possibilities for why New Yorkers have experienced an
increase in helicopter noise pollution during the past two years: an increased num-
ber of unregulated helicopter tour flights coming in from outside the city, the pro-
liferation of helicopter charter companies like Uber Copter and Blade, and residen-
tial buildings having less soundproofing than commercial buildings.

How can you expect anyone to work from home in those conditions? How can you
expect someone to help their child with virtual classes especially when studies have

1Jose Martinez, Helicopter Noise Complaints Sky High, as Anxious, Cooped-Up New Yorkers
Feel Buzzed, The City (Nov. 15, 2020), https:/www.thecity.nyc/2020/11/15/21566204/helicopter-
noise-complaints-sky-high-new-york-city.

1Patrick McGeehan & Michael Gold, As Helicopters Fill the Skies, Some New Yorkers Just
Want Some Peace, N.Y. Times (Oct. 21, 2021), https:/www.nytimes.com/2021/10/21/nyregion/nyc-
helicopter-noise-complaints.html.

3 Arline L. Bronzaft, Impact of Noise on Health: The Divide between Policy and Science, 5
Open Journal of Social Sciences 108 (May 2017), https://www.scirp.org/journal/
paperinformation.aspx?paperid=76120.
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shown the negative effects of noise pollution on educational outcomes?* We are see-
ing a very small number of people joyriding, or shaving time off their commute to
the airport, at the steep expense of the vast majority of New Yorkers.

Pandemic aside, New York City has one of the highest rates of helicopter traffic
in the world, and more and more helicopters are flying over our city every year, in-
cluding helicopter tours, commuter helicopters that run between downtown and
nearby airports, and private helicopters.

In addition to the extreme quality-of-life concerns that helicopters pose, they also
pose an inordinate and unjustifiable amount of risk to the safety of New Yorkers.
Our city is the most densely populated major city in the nation, meaning there is
no place more dangerous to fly a helicopter than New York City.

If a helicopter flying over New York City needs to make an emergency landing,
there is virtually nowhere in the city it can land that doesn’t endanger the lives of
New Yorkers. Not even the parks and open spaces are safe.

At the end of the day, what matters is that there are far too many non-essential
helicopters in our city’s airspace, period. Between the safety concerns and the qual-
ity-of-life concerns, I sincerely believe that the number of non-essential helicopters
in our city’s airspace should be zero.

That is why last year, I introduced the Improving Helicopter Safety Act of 2021
with Reps. Jerrold Nadler and Nydia Velazquez. This bill directs the Federal Avia-
tion Administration to prohibit non-essential helicopters—namely private, charter,
commuter, or tourist flights—from flying in New York City airspace. That includes
any of the five boroughs, Roosevelt Island and Governors Island, and the parts of
the rivers that are within city limits.

This ban won’t apply to military, government, or law enforcement, or to essential
public services such as emergency response or news teams. What it will do is dras-
tically cut back on helicopter traffic and reduce noise pollution in New York City
by limiting the helicopters in our airspace to those that actually need to and should
be there.

The risks and the disruptions that commuter, charter, and tourism helicopter
flights pose to New Yorkers far outweigh the benefit to the very small number of
people who use them. Yet our city is unable to regulate New York City airspace,
and therefore is unable to reduce the number of non-essential helicopters in the sky.

There is absolutely no margin for error when you fly over somewhere as densely
populated as New York City, and on any given flight, you will be disrupting the
lives of hundreds of thousands of people. I believe that if the benefits don’t outweigh
the costs, you shouldn’t be flying at all.

Thank you so much for the opportunity to submit this testimony, and I look for-
ward to working with the Committee to reduce aviation noise both in New York City
and across the country.

——

Letter of April 1, 2022, from Hon. Grace Meng, a Representative in Con-
gress from the State of New York, Submitted for the Record by Hon. Rick
Larsen

APRIL 1, 2022.
The Honorable RICK LARSEN,
Chair,
Aviation Subcommittee, House Committee on Transportation and Infrastructure,
2165 Rayburn House Office Building, Washington, DC 20515.
The Honorable GARRET GRAVES,
Ranking Member,
Aviation Subcommittee, House Committee on Transportation and Infrastructure, 592
Ford House Office Building, Washington, DC 20515.
DEAR CHAIR LARSEN, RANKING MEMBER GRAVES, AND DISTINGUISHED MEMBERS OF
THE HOUSE TRANSPORTATION AND INFRASTRUCTURE SUBCOMMITTEE ON AVIATION,
I am pleased to transmit public comments from my constituents of New York’s
Sixth Congressional District in response to the March 17th, 2022, subcommittee
hearing on aviation noise. Thank you.

4Stephen A. Stansfeld, Aircraft and Road Traffic Noise and Children’s Cognition and Health:
A Cross-National Study, 365 The Lancet 1942 (Jun. 4, 2005), https:/pubmed.ncbi.nlm.nih.gov/
15936421/.
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Sincerely,
GRACE MENG,
Member of Congress.

ATTACHMENT

[Editor’s note—Public comments from Rep. Meng’s constituents are retained in
committee files.]

———

Letter of April 1, 2022, from Hon. Jimmy Panetta, a Representative in Con-
gress from the State of California, Submitted for the Record by Hon. Rick
Larsen

APRIL 1, 2022.

The Honorable RICK LARSEN,

Chair,

Subcommittee on Aviation, Committee on Transportation and Infrastructure.
The Honorable GARRET GRAVES,

Ranking Member,

Subcommittee on Aviation, Committee on Transportation and Infrastructure.

DEAR CHAIR LARSEN, RANKING MEMBER GRAVES, AND MEMBERS OF THE SUB-
COMMITTEE:

As the Committee on Transportation and Infrastructure Subcommittee on Avia-
tion holds its hearing on “Aviation Noise: Measuring Progress in Addressing Com-
munity Concerns,” I write to share concerns from the communities I represent re-
garding airplane noise, and request your consideration in future Federal Aviation
Administration (FAA) reauthorization. My constituents have endured more than
seven years of unprecedented commercial aviation noise following NextGen imple-
mentation. They have worked in good faith with the FAA to find an alternative that
works for all parties. Unfortunately, they continue to experience unacceptable levels
of noise, and often feel overlooked by the FAA decision making process.

The establishment of the Northern California Metroplex as part of FAA NextGen
implementation shifted approach routes crossing my district. This led to a con-
centration of flights into San Francisco (SFO) along the new SERFR arrival route
and to San Jose (SJC) under the BRIXX route. These flights approach at a lower
altitude than the historic Big Sur (BSR) ground track, flying over communities in
Santa Cruz County that previously experienced minimal commercial jet noise.

My constituents are not alone, as dozens of communities nationwide have ex-
pressed concerns with the sudden and concentrated noise generated by NextGen
flight paths. I applaud the subcommittee for listening to these concerns and imple-
menting reforms and additional research as part of the FAA Reauthorization Act
of 2018. I also thank the FAA for its ongoing engagement with the communities I
represent. However, many of my constituents continue to experience unprecedented
and unacceptable noise levels caused by ahistorical flight paths.

While the FAA has made itself available to discuss the issue, little was done to
consult my constituents before NextGen was implemented and, to date, the FAA
and the communities I represent have been unable to find a reasonable solution to
this unprecedented disturbance. In addition, many of my constituents have found
it difficult to engage on airport community forums because they are located far from
the airports generating flights over their community.

As the subcommittee considers the impact of aircraft noise, especially in the con-
text of future FAA reauthorization, I urge you to build on the foundation of the 2018
reauthorization by expanding resources for community input at the FAA, working
to include input from communities outside the immediate geographic footprint of an
airport, and formally adopting the New National Curve when evaluating noise im-
pacts. Specifically, I request the subcommittee:

e Consider increasing FAA resources for ombuds serving NextGen metroplexes so
communities, including those far from an airport geographic footprint but still
impacted by noise, have a consistent resource in the FAA to address community
concerns.

e Formally adopt the New National Curve when evaluating noise metrics and
lower the decibel threshold when determining acceptable Day Night Level
(DNL) standards.

e Increase funds where necessary to ensure thorough noise monitoring in commu-
nities which have contacted the FAA to report noise outside acceptable new
DNL standards.
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e Continue to explore additional metrics beyond DNL to better understand and
address the impact of aviation noise on various communities.

e Direct the FAA to contact impacted communities proactively before deciding to
change historic approach and departure routes and continue rolling out new
outreach tools.

I believe your strong leadership and dedication to constituent input can help re-
solve this ongoing nightmare for Santa Cruz County residents. I firmly believe that
through listening to the people we serve, the committee can ensure FAA has the
tools to ensure safe, environmentally-conscious procedures without adversely im-
pacting communities on the ground.

Sincerely,
JIMMY PANETTA,
Member of Congress.

——

Statement of Hon. Katie Porter, a Representative in Congress from the
State of California, Submitted for the Record by Hon. Rick Larsen

Thank you, Chairman Larsen and Ranking Member Graves, for holding this hear-
ing regarding aviation noise and for allowing me to submit testimony about the con-
cerns of Orange County families. My district is adjacent to John Wayne Airport
(SNA) in Santa Ana, California, and my constituents have expressed concern and
frustration with the noise levels for years.

SNA is an asset to Orange County, providing easy travel access for businesses
and families, and creating many jobs throughout the community. However, its cen-
tral location means aircraft fly directly over residential communities during depar-
ture and arrival. My staff and I have been in communication with constituents who
have been frustrated by loud aviation noise. These constituents have shared their
personal experiences and their efforts to communicate with the Federal Aviation Au-
thority (FAA).

To assess these concerns, the FAA needs additional data about aviation noise lev-
els along departure and arrival flight paths. The installation of noise monitoring
stations is essential to acquire this data; my constituents have specifically requested
additional stations. I urge the FAA to seriously consider these requests and to en-
gage in transparent conversations with the public regarding their decisions.

I appreciate that the Next General Air Transportation System and Performance-
Based Navigation can improve safety and efficiency. Modern technology can advance
the goal of a cleaner, quieter, and safer air industry. I also applaud the FAA for
implementing public liaisons to establish a dialogue about aviation noise with Or-
ange County residents. I urge the FAA to share all relevant information and in-
crease its communication with the public. In Orange County, I have seen how this
communication has led to successful noise abatement programs. I encourage the
FAA to build upon such successes.

Finally, I'd like to emphasize the importance of the Continuous Lower Energy,
Emissions and Noise (CLEEN) program and its goals. In conversations with my con-
stituents, I have heard many requests for a greater emphasis on quieter aircraft
technology. The CLEEN program will help domestic businesses develop products
that reduce both aircraft noise and emissions.

Thank you for considering these suggestions and feedback. I look forward to the
implementation and expansion of a cleaner, quieter aviation system.

———

Statement of Hon. Jamie Raskin, a Representative in Congress from the
State of Maryland, Submitted for the Record by Hon. Rick Larsen

Chairs DeFazio and Larsen and Ranking Members Sam Graves and Garret
Graves,

Thank you for you holding this hearing focused on addressing aviation noise,
which has profoundly affected the quality of life of many constituents. I appreciate
the opportunity to share with the committee my constituents’ concerns about noise
pollution from concentrated flight paths over our district. Thank you again for the
opportunity to share these concerns with the committee, and I look forward to work-
ing with you to effectively address this pressing issue.
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ATTACHMENT

[Editor’s note—The noise pollution concerns of Rep. Raskin’s constituents are re-
tained in committee files.]

——

Statement of Hon. Adam B. Schiff, a Representative in Congress from the
State of California, Submitted for the Record by Hon. Rick Larsen

Madam Speaker, I rise today to applaud the leadership of the Hollywood Burbank
Airport, the Southern San Fernando Valley Airplane Noise Task Force, and the
Committee on Transportation and Infrastructure Subcommittee on Aviation for
their efforts to listen to communities and find and enact solutions to alleviate the
impacts of aviation noise across our nation.

Like many communities, my constituents live with a disruptive amount of avia-
tion noise—which has steadily increased in recent years. My district is home to
some of the most unique cultural and entertainment sites in Southern California,
as well as the Hollywood Burbank Airport. I have been committed to community-
led efforts to mitigate disruptive airplane and helicopter noise for communities liv-
ing along flight paths near these attractions.

My colleagues and I have exhaustively studied these issues and have diligently
listened to community input. Aircraft noise continues to pose a threat to quality of
life issues for many of our constituents. I have supported and championed legisla-
tion to allow airports to impose community-driven recommendations for noise con-
trol, such as nighttime curfews that would allow residents to sleep peacefully. In
March 2019, I joined Representative Brad Sherman, Senator Dianne Feinstein, and
now-Vice President Kamala Harris in formally asking the FAA to lead community
roundtables to address noise issues. Community engagement programming is the
most appropriate path forward in addressing mitigation strategies. Communities
have asked for the FAA to establish and sustain effective methods to measure,
track, and investigate aircraft noise, aircraft noise complaints, and the environ-
mental impact of aircraft noise and noise pollution.

I applaud the work and legislative recommendations from my constituents and
community organizations, such as the Los Angeles Area Helicopter Noise Coalition
(LAAHNC). Our communities should not have to face the burden of bothersome
aviation noise. Their experiences are concerning and we cannot continue to ignore
this issue. Urgent action must be taken. I will continue to work together with af-
fected communities, the Hollywood Burbank Airport, the FAA, and the U.S. Govern-
ment Accountability Office (GAO) to achieve meaningful relief for San Fernando
Valley. Thank you, and I urge the Committee and my fellow Members of Congress
to work on solutions to this problem that put our communities first.

——

Letter of March 31, 2022, from Hon. Brad Sherman, a Representative in
Congress from the State of California, Submitted for the Record by Hon.
Rick Larsen

MARcH 31, 2022.

Hon. RICK LARSEN,

Chairman,

House Subcommittee on Aviation.
Hon. GARRET GRAVES,

Ranking Member,

House Subcommittee on Aviation.

Re: Constituent Testimony for the Aviation Subcommittee regarding the March
17th hearing on “Aviation Noise: Measuring Progress in Addressing Community
Concerns”

DEAR MEMBERS OF THE HOUSE SUBCOMMITTEE ON AVIATION,

Attached to this letter are the voices of several of my constituents from the San
Fernando Valley whose quality of life has suffered under newly concentrated low-
flying air traffic above their neighborhoods.

The great many of these constituents will rightly identify the roll-out of the FAA’s
NextGen program as the moment when the sustained injury of repeated flights over
their homes began.
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Please know that these few hundred letters represent the voices of thousands that
have been adversely impacted by the FAA’s NextGen program.

There have been public forums, multiple pieces of legislation introduced in Con-
gress, numerous formal requests from Members of Congress, a lawsuit filed by the
City of Los Angeles, and still the FAA refuses to act.

I thank the Members of the Aviation Subcommittee for taking the time to read
their stories and I look forward to working with you to find an immediate solution
that will reduce unacceptable aircraft noise and other aviation impacts in our com-
munities.

Sincerely,
BRAD SHERMAN,
Member of Congress.

ATTACHMENT

[Editor’s note—Testimony from Rep. Sherman’s constituents is retained in com-
mittee files.]

———

Statement of Hon. Adam Smith, a Representative in Congress from the
State of Washington, Submitted for the Record by Hon. Rick Larsen

Chairman DeFazio, Ranking Member Graves, and distinguished Members of the
Committee:

Thank you for the opportunity to share some of the key issues facing communities
impacted by aviation noise and emissions in my district. I appreciate the attention
to this issue by the Committee. Aviation noise and emissions continue to have a sig-
nificant impact on communities near airports and airflight pathways. As a Member
of Congress whose district is home to one of the busiest and fastest-growing hub
airports in the country, Sea-Tac International Airport, I have seen first-hand the
impacts of aviation noise and emissions on the environment, health, and quality of
life of these communities.

I believe that we should treat the impact of aviation noise and emissions as envi-
ronmental justice and health issues. The impact of noise and emissions
disproportionally impacts low-income communities, communities of color, and vul-
nerable populations. These communities are often already facing greater risks and
impacts from poor air quality and other environmental and health hazards. I con-
tinue to encourage the FAA to reevaluate its selection of noise measurement meth-
odologies, health impact thresholds, and abatement program effectiveness and re-
quiring them to consider the impact on human health and environment when deter-
mining airport capacity and approving new flight routes.

Community engagement should be the centerpiece of our response to aviation
noise and emissions. While meaningful changes were included in the FAA Reauthor-
ization Act of 2018, many of these changes of not been implemented in a timely
fashion or at all. And some of the changes that have been implemented, such as
the FAA’s Ombudsman Office, have not taken meaningful action in addressing con-
stituent and community concerns. FAA engagement with community members has
been woefully insufficient. I believe we can and must do more to ensure that the
FAA’s approach to community engagement on these issues is more robust, inclusive,
and responsive to all community members.

I will be reintroducing legislation that I first offered in the 115th Congress to im-
prove the manner in which the FAA engages with noise-affected areas. The Aviation
Impacted Communities Act seeks to help cities, localities, and neighborhoods to bet-
ter and more productively engage with the FAA. The legislation i1s geared particu-
larly towards communities that have not been recognized as “impacted” by the
FAA’s noise standard. It would require that the FAA interface directly with and be
responsive to residents and locally nominated leaders on issues of aviation noise and
environmental impacts. Through the creation of local community boards, affected
areas will be empowered to more effectively work toward achieving relief from the
impacts of civil and commercial aviation.

More work needs to be done to ensure greater access to the FAA’s Airport Im-
provement Program (AIP). Many airports have opted to use the AIP fund to pay for
noise mitigation, however, there are many limits on the program, including barring
the use of AIP funds on the same home or structure twice. This regulation prevents
airports from ever replacing or repairing sound insulation if the products become
defective or cause problems for the homeowner. Airports, including Sea-Tac, that
started in the 1980’s and 1990’s often did not have access to high quality materials,
and in some cases, contractors installed sound insulation without proper ventilation
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or structural supports, causing structural damage, mold, and other problems. It is
incredibly expensive for homeowners to replace or repair the sound insulation, espe-
cially for lower income homeowners, leaving many individuals and families living
with deteriorating or molded structures. I introduced the Noise Mitigation Repair
and Replacement Act to help address this issue. It would establish a process by
which airports may apply for additional AIP funding to repair or replace noise miti-
gation packages.

In addition to noise impacts from aviation, particulate matter, ultrafine particles
(UFPs), and other pollutants pose an outsize threat to those living near airports and
under flight pathways. UFP pollutants are miniscule particles of less than one hun-
dred nanometers in size that are emitted as byproducts of petroleum fuel combus-
tion in engines, such as those used on vehicles and aircraft. Studies have dem-
onstrated that communities near airports and airflight pathways are exposed to
higher proportions of pollution and harmful particles from aviation emissions. This
can lead to increased risks of breast cancer, heart disease, birth defects, asthma,
and a variety of other lung and cardiovascular conditions that impact adults and
children. These additional risks are on top of the many other environmental and
health hazards disproportionately impacting low-income communities and commu-
nities of color.

I believe a fundamental problem with our current response to aviation noise and
emissions at the federal level is that it is almost entirely led by the FAA. The Envi-
ronmental Protection Agency (EPA) and Department of Health and Human Service
(HHS) should play a much more active role in addressing this challenge as an envi-
ronmental and health issue. That is why I strongly support the reestablishment of
the EPA’s Office of Noise Abatement and Control and additional actions by the EPA
and HHS to increase their engagement in affected communities.

I recently worked with impacted community members and organizations in my
district to introduce the Aviation Noise and Emissions Mitigation Act. This legisla-
tion creates two new pilot grant programs at the EPA for studies of air quality and
noise and for mitigation projects in communities, focused on communities of color
and low-income communities. The bill will help us to better understand the effects
of noise and emissions and fund initiatives driven by impacted communities to miti-
gate the effects on the environment, public health, and quality of life of residents
living near airports and airflight pathways.

As the aviation sector has grown, with more people flying more frequently, signifi-
cant investments have been put toward airport infrastructure. We need to make
similar investments in communities that feel the negative effects of aviation. This
means not only investing in new technologies to reduce air travel emissions and ex-
panding other forms of zero-emissions travel, but also directing funding to the com-
munities disproportionately impacted by aviation.

Residents living in aviation-impacted communities cannot wait any longer for re-
lief from the public-health consequences of exposure to high concentrations of pollut-
ants and high levels of aviation noise. Congress and the federal government must
establish new programs to better measure the environmental and public-health con-
sequences of exposure to high levels of noise and emissions and invest in resources
to reduce those impacts on these communities. Millions of Americans who live near
aviation hubs—like my constituents in the 9th District—deserve nothing less.

I appreciate the Committee’s consideration of these priorities and its ongoing work
to improve our nation’s environment and make our infrastructure more sustainable.

————

Statement of Hon. Jackie Speier, a Representative in Congress from the
State of California, Submitted for the Record by Hon. Rick Larsen

Thank you, Chairman Larsen and Ranking Member Graves, for holding a hearing
on the issue of aviation noise and progress made on addressing community concerns.
Conveyed with this statement are comments from my constituents that I wish to
have included in the record of this hearing. I also support comments previously sub-
mitted by the San Francisco Airport Community Roundtable (Roundtable). I work
closely with the Roundtable on this important matter.

I have long been concerned about the serious public health issue of aviation noise.

The government’s measurement of annoying noise was found by the FAA’s own
research to be deficient. Noise contours, a benchmark tool for federal noise policy,
are identified using this deficient metric. In the recent hearing, several committee
members and witnesses noted that the official tally of those heavily impacted by
noise had decreased by 94% over several decades to about 400,000 today. There’s
no question that aircraft engines and airframes have improved over the past dec-



96

ades, but the 94% reduction that the FAA touts is largely smoke and mirrors be-
cause of the flawed nature of the metric.

As the FAA’s Neighborhood Environmental Survey (NES) indicated, annoyance oc-
curs much more frequently and at much lower levels than previously appreciated.!
Because the noise standard is deficient, tens of thousands of affected households
exist outside the official boundary formed by the deficient standard. I understand
the FAA is reviewing the current noise metric, and I would urge it to adopt a far
more nuanced and holistic measurement or sets of measurements that actually re-
flect the experiences of local communities. It does not do the cause of noise reduction
any favor by using faulty official measurements to guide policy.

Aside from the deficient metric of annoying noise, our law is also broken in part
because statutory language creates an inadequate prioritization of airspace manage-
ment. No one takes issue with safety as the FAA’s first priority. However, efficiency
is the only other stated priority. In my district and surrounding areas, efficiency
trumps noise mitigation around the clock and in areas far removed from the airport.

My first recommendation for the Committee’s consideration is to change the FAA’s
prioritization of airspace management to include the reduction of aviation noise and
environmental impacts. Adverse health impacts from intrusive noise and environ-
mental pollution fall on households of all income levels, but often disproportionately
impact marginalized communities My bill, HR 4925, the F-AIR Act, would make
noise and environmental impacts secondary priorities, below safety but on par with
efficiency. I suggest this measure as a starting point for the Committee to consider.

The second recommendation, related to the first, is that the definition of annoy-
ance from airport and aircraft noise be significantly improved. For example, low fre-
quency noise—such as occurs with the backblast of an airplane taking off—is over-
looked as a problem using the current methodology. While efforts are already under-
way to make changes in the wake of the publication of the NES, we are now some
seven years after authorization of that study, and the FAA has still not taken any
substantive action on the results. I also hope that the FAA will inform its work by
evaluating noise measurement techniques from around the globe.

Third, and in my judgment, the FAA is not sufficiently resourced to reduce noise.
It seems to take an inordinate amount of time to implement beneficial changes to
flight paths. For example, after five years of dialogue with the community, the FAA
recently agreed to send planes taking off from SFO and Oakland airports up the
Bay and out over the Golden Gate Bridge, largely skipping populated areas, from
the time of 1 a.m. to 5 a.m.

I want to thank the FAA for the accommodation that it made. Allowing planes
to avoid populated areas from 1 a.m. to 5 a.m. will provide meaningful relief to my
constituents, at least for those hours of the night. However, and as noted, this ac-
commodation to human health occurred five years after the community first identi-
fied this choice as one way to reduce noise. Two of these years were impacted by
the pandemic, but three were not within the pandemic time period.

Fourth, the FAA’s regulation that permits an airport to petition to establish a
noise-sensitive flight path puts the FAA in the position of determining, in essence,
if the requested accommodation would cost the airlines more money by increasing
fuel burn or would otherwise place a burden on interstate commerce. Noise reduc-
tion as a public benefit itself is not officially a priority of airspace management, so
it isn’t surprising that efficiency-related factors override public health benefits of
noise reduction. It should be easier for an airport to obtain approval for a flight path
change.

My fifth recommendation is that the Committee amend our statutes to again
allow airports to create and enforce curfews. I acknowledge that mine is a minority
viewpoint in the context of current federal aviation policy, but many airports around
the globe have some version or another of curfew policies. Few in the United States
are permitted this tool of public health.

I acknowledge the point made by some during the hearing that a disproportionate
number of complaints about noise are sometimes generated by a tiny fraction of in-
dividuals. The number of complaints about aircraft operations is, at best, an imper-
fect indicator of annoyance in a community. On the other hand, I wish to point out
that most of my constituents concerned about noise tell me that they complained
a few times, and nothing happened, so they gave up. Many residents simply don’t
have the time to submit complaints. The absence of complaints is not a signal that
all is well. In fact, it might be a signal that our democracy is failing to provide reso-
lution for a significant public health issue.

Thttps://www.faa.gov/regulations policies/policy guidance/noise/survey/#results
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Noise is a problem. I believe that we can have a comfortable community and a
thriving economy. I hope that the Committee will support significant changes in the
FAA’s noise practices when it considers the FAA reauthorization.

ATTACHMENT

[Editor’s note—Comments of Rep. Speier’s constituents are retained in committee
files.]

————

Letter of March 31, 2022, from Hon. Thomas R. Suozzi, a Representative in
Congress from the State of New York, Submitted for the Record by Hon.
Rick Larsen

MARCH 31, 2022.

Chairman PETER DEFAZIO,
Committee on Transportation and Infrastructure,
2134 Rayburn Office Building, Washington, DC 20515.

DEAR CHAIRMAN DEFAZIO,

Below are comments and concerns raised by Plane Sense 4 Long Island in re-
sponse to the March 17, 2022, Aviation Subcommittee Hearing: Aviation Noise:
Measuring Progress in Addressing Community Concerns. These concerns are the
views of the individual and do not represent my own.

Thank you for your attention to this matter.

Sincerely,
THoMAS R. Suozzi,
Member of Congress.

ATTACHMENT

[Editor’s note—A letter from Elaine Miller, a constituent of Rep. Suozzi’s, is re-
tained in committee files.]

———

Letter of March 31, 2022, from Georges C. Benjamin, M.D., Executive Direc-
tor, American Public Health Association, Submitted for the Record by
Hon. Rick Larsen

MARcH 31, 2022.

The Honorable RICK LARSEN,

Chair,

Subcommittee on Aviation, House Committee on Transportation and Infrastructure,
Washington, DC 20515.

DEAR CHAIRMAN LARSEN:

On behalf of the American Public Health Association, a diverse community of pub-
lic health professionals that champions the health of all people and communities,
I write to share APHA’s policy statement Noise as a Public Health Issue [https://
apha.org/Policies-and-Advocacy/Public-Health-Policy-Statements/Policy-Database/
2022/01/07/Noise-as-a-Public-Health-Hazard] which was adopted by the association
in 2021. We ask that this letter and policy statement be submitted to the sub-
committee’s hearing record for the March 17 hearing Aviation Noise: Measuring
Progress in Addressing Community Concerns. We appreciate the subcommittee’s ef-
forts to explore this public health issue.

Human exposure to harmful noise levels is widespread. Some major sources of
noise include transportation, military aircraft and combat operations, noisy rec-
reational vehicles, industrial machinery, outdoor power equipment and some con-
sumer products. Loud noise can cause hearing loss and tinnitus and can contribute
to other non-auditory health problems. Chronic noise, even at low levels, can cause
annoyance, sleep disruption, and stress that contribute to cardiovascular disease,
cerebrovascular disease, metabolic disturbances, exacerbation of psychological dis-
orders and even premature mortality. Noise can also interfere with cognition and
learning, contributes to behavior problems and can reduce achievement and produc-
tivity. It is estimated that more than 100 million Americans are at risk from the
health impacts of noise, with children among the most vulnerable. Additionally,
noise-related costs range in the hundreds of billions of dollars per year.
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We hope our policy statement will be helpful and informative as you and members
of the subcommittee continue to explore the issue of noise and its impacts on our
communities.

Sincerely,
GEORGES C. BENJAMIN, M.D.
Executive Director, American Public Health Association.

———

Statement of Ed Bolen, President and Chief Executive Officer, National
Business Aviation Association, Submitted for the Record by Hon. Rick
Larsen

Chairman DeFazio, Ranking Member Graves and members of the Subcommittee
on Aviation, thank you for holding this hearing to focus on the importance of ad-
dressing community concerns related to aviation noise. On behalf of the National
Business Aviation Association’s (NBAA’s) 11,000-members, we are pleased to pro-
vide this statement for the record.

NBAA’s members rely on business aircraft to meet a significant portion of their
transportation needs. The majority of business aircraft are operated by small busi-
nesses and are primarily used to provide access to airports supporting communities
that aren’t served by the commercial airlines. While the airlines serve only around
500 airports, business aviation can reach 5,000 public use airports across the United
States. These facilities are also economic engines for the cities and towns that they
serve and our members and the general aviation industry have a great stake in the
airports being good neighbors to the surrounding communities and in ensuring their
viability and accessibility.

The United States leads the world in having the most robust and diverse airport
infrastructure capabilities, providing a critical foundation for general aviation to
thrive. In transporting people and equipment, responding to natural disasters, pro-
viding air medical flights for organs and patients, offering a place for flight training
and a base for the inspiration and inception of career paths essential for all sectors
of aviation—general aviation relies on the national network of airports. To fulfill
these roles, our airports rely on unimpeded access by aircraft of all types and sizes.
Operations of these aircraft also support a vast variety of jobs at a broad range of
income levels across the country. Additionally, these operations are a vital source
of local revenue and thus help our general aviation airports be self-sustaining. Con-
tinued federal support of airports, and in particular protecting access, is critical so
that airports can not only fulfill today’s demands, but also handle tomorrow’s re-
quirements as well.

NBAA places great emphasis on Fly Neighborly initiatives and community en-
gagement, recognizing the importance of mitigating aviation noise impacts to those
on the ground. Through the collaborative efforts of its Access Committee, NBAA has
developed Noise Abatement Procedures (www.nbaa.org/noise) that can be used by
aircraft operators at all airports that do not have a specific local procedure. NBAA
partners with local and regional aviation organizations and works closely with a
number of airports and surrounding communities around the country to develop and
promote voluntary noise abatement programs and procedures to mitigate impacts of
aviation noise.

The industry has a long history of working with airports and the communities to
develop and implement voluntary noise abatement programs specific to individual
airports around the country. These fly neighborly programs embrace procedures for
all types of aircraft and include mitigations such as flying at higher altitudes and
maximizing flight paths over water and least populated areas as much as possible
and reducing operations during night hours. The programs are designed to be evalu-
ated and enhanced through continued collaboration on a regular basis and consist-
ently demonstrate very high participation from the operators. We continue to be en-
gaged in fly-neighborly efforts at Van Nuys Airport (VNY), Santa Monica Airport
(SMO) and John Wayne Orange County Airport (SNA) in Southern California,
Rocky Mountain Metropolitan Airport (BJC) in the Denver, Colorado area, Teterboro
Airport (TEB) in New Jersey, Brookhaven Calabro Airport (HWV) as well as East
Hampton Airport (HTO) on Long Island and Montgomery County Airpark (GAI) in
Maryland to highlight a few.

The Next Generation Air Transportation System (NextGen), the FAA-led mod-
ernization of America’s air transportation system, has become another tool to man-
age impacts of aviation noise on the communities. NextGen leverages new tech-
nologies and procedures to increase the safety, efficiency, capacity, access, flexibility,
predictability, and resilience of the National Airspace System (NAS) while reducing
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the environmental effect of aviation. Business aviation operators have embraced
these technologies and procedures and have invested in equipping their aircraft with
the avionics necessary to take advantage of the benefits NextGen offers and to en-
hance their ability to fly neighborly. Teterboro Airport (TEB) in New Jersey is a
great example. TEB has recently developed and is in the process of implementing
a NextGen instrument approach procedure that is an alternative to the traditional
Instrument Landing System (ILS) straight-in approach path. The procedure can be
used during certain times and in appropriate weather conditions to offset the flight
paths and offer noise relief to the communities as the result.

Additionally, the general aviation industry has invested significantly in devel-
oping quieter aircraft yielding substantial accomplishments. Aircraft that are cur-
rently being manufactured are quieter and more efficient than those in operation,
as the industry consistently has made strides in continued development and imple-
mentation of noise reduction technologies.

Unfortunately, despite these efforts by the industry and operators, a small num-
ber of communities have made attempts to impose restrictions limiting access, such
as curfews, weight and noise limits, on their airports. Your continued support of fed-
eral grant-based and deed-based obligations and compliance with the Airport Noise
and Capacity Act of 1990 (ANCA), and of other aviation statutes and regulations,
play an important role in preventing these local patch-quilt operational restrictions
and even complete airport closures.

Notably, by enacting ANCA, Congress affirmed that aviation should be federally
regulated, and stopped the wide-spread of local noise restrictions that had begun to
threaten the efficiency and safety of our nation’s airports and airspace. ANCA pro-
vides an effective process for scrutinizing noise and other access restrictions that is
managed by the FAA. ANCA and other laws and regulations currently in place have
proven successful over the last 30 years, allowing for public input and for airports,
air carriers and general aviation operators to thrive in the safest and most efficient
NAS in the world. Further, ANCA and the extensive aircraft noise regulation and
policy regime of which it is a part, have resulted in tremendous noise reduction,
with the number of people exposed to significant levels of aircraft noise in the
United States dropping by 94 percent since the late 1970s, even as activity has in-
creased. In addition to voluntary efforts mentioned above, ANCA provides a frame-
work for communities to work with the aviation industry and the FAA to develop
additional relief for noise impacted airports. It is essential to the success of our en-
tire National Transportation System that these regulations are not allowed to be cir-
cumvented and that the FAA continues to enforce ANCA and other requirements,
protecting access.

Today you have the opportunity to hear from Joby Aviation, one of a number of
new entrant manufacturers developing aircraft that will usher in the era of electric
and hybrid propulsion giving rise to new types of quiet, on demand air transpor-
tation. Advanced Air Mobility (AAM) will allow communities around existing air-
ports to further take advantage of this valuable aviation infrastructure, as well as
create opportunities to build more facilities to support aircraft with vertical take-
off and landing capabilities. Aviation stakeholders recognize that continued commu-
nity education and engagement are critical in facilitating acceptance and success of

NBAA supports continuing the commitment to working collaboratively with the
airport sponsors, communities surrounding airports and aviation tenants and users
in promoting fly neighborly initiatives and voluntary noise abatement programs and
procedures. We encourage engagement from local, regional and national elected offi-
cials in these initiatives as we all must ensure continued, unhindered access to our
national system of airports to meet the current needs and projected growth.

We commend the Subcommittee for recognizing the importance of our airports and
look forward to collaboratively working to address the aviation noise challenges to
protect access to our Nation’s greatest assets—its airports—and ensure their acces-
sibility and viability. Protecting access and investment in general aviation airports,
the backbone of our air transportation system, is critical in ensuring success of gen-
eral aviation in the near term and for future generations.

Thank you again for holding this important hearing.

——
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Letter of April 1, 2022, from Jamie Banks, Ph.D., M.Sc., President,
Quiet Communities Inc., Submitted for the Record by Hon. Rick Larsen

APRIL 1, 2022.
The Honorable RICK LARSEN,
Chair,
Subcommittee on Aviation, House Committee on Transportation and Infrastructure,
Washington, DC.

DEAR CHAIRMAN LARSEN AND MEMBERS OF THE HOUSE AVIATION SUBCOMMITTEE,

On behalf of Quiet Communities and its Quiet American Skies program, I am sub-
mitting the following statement in regards to the March 17, 2022 hearing on Avia-
tion Noise: Measuring Progress in Addressing Community Concerns.

I am the Founder and President of Quiet Communities Inc. (QCi), an independent
non-profit organization of medical, scientific, and legal professionals dedicated to
helping communities reduce health and environmental harm from noise and pollu-
tion—our Quiet American Skies program focuses on aviation noise and pollution. I
also Chair the American Public Health Association’s (APHA) Noise and Health Com-
mittee and was principal author of the APHA’s recent policy statement, Noise as
a Public Health Hazard (2021) [https:/apha.org/Policies-and-Advocacy/Public-
Health-Policy-Statements/Policy-Database/2022/01/07/Noise-as-a-Public-Health-Haz-
ard].

The Federal Aviation Administration (FAA) invests considerable efforts into safe-
ty, efficiency, and economic well-being of the country’s aviation operations but has
not matched this with investments into protecting communities on the ground.

e It is up to Congress to rectify this imbalance and protect the health and well-

being of the American people.

Noise and pollution from commercial, general, cargo, flight school, commuting,
and tourism operations cause suffering, impairments, cardiovascular disease includ-
ing hypertension, heart attacks, stroke, and even early death. Aircraft noise impairs
children’s learning and decreases workers’ productivity. (These impacts are dis-
cussed in detail in the APHA policy).

e The external costs of hospitalizations, death, lower educational achievement,

and decreased productivity associated with noise in the United States are esti-
mated to range up to the hundreds of billions of dollars every year.

Anger and frustration with the FAA and public officials are running high, with
economics prioritized over health, unresponsiveness on the part of the FAA (which
appears to be “captured” by the same industry it is supposed to regulate), and elect-
ed officials who are well-funded by campaign contributions from airlines and other
vested interests.

Last year, we submitted a letter (dated March 2, 2021) to Chairman Larsen, De-
partment of Transportation Secretary Buttigieg, Congresswoman Eleanor Holmes
Norton, and Congressman Tom Suozzi signed by forty-three (43) local groups and
five (5) national groups, calling on Congress to create a safe, healthy, and quiet
aviation system as former EPA Administrator Russell Train so eloquently articu-
lated in 1976. Subsequently, we presented to Congressional staffers on the issue of
aviation noise. The letter and statement are attached as Appendix A and Appendix
B. (Please read them as they contain detail not repeated in this statement).

I do not want to repeat what has already been stated in our previous communica-
tions. Rather, I want to provide additional observations and recent updates.

1. The FAA’s 65 decibel (dB) Day-Night Noise Level DNL metric is widely criti-
cized and is also dangerously high. It is twice as loud (10 dB) as the 55 dB
that the Environmental Protection Agency (EPA) considers safe for protecting
health [1] and is at least 4-times louder than the daytime (45 dB) and night-
time aircraft noise thresholds (40 dB) recommended by the 2018 World Health
Organization based on an exhaustive review of scientific evidence [2]. Heart at-
tack risk may start to increase at aircraft noise levels of 45 A-weighted dB [3].
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US EPA “Levels” Document, 1974: Excerpt on Community Noise Levels to Protect Human Health

Table 4

Yearly Average Equivalent Sound Levels Identified as Requisite To Protect the Public Health and Welfare With an Adequate

Margin of Safety

Indoor Outdoor
To To
Hearing Protect Hearing Protect
Activity Loss Against Activity Loss Against
Inter- Consid- Both Inter- Consid- Both
Measure ference | eration | Effects® | ference | eration | Effects(®
Residential with Out- | Lan woovveerenee. 45 45 55 55
side Space and Farm
Residences.
Leq(24) ....... 70 70

() Based on lowest level.

Source: Information on Levels of Environmental Noise Requisite to Protect Public Health and Welfare with
an Adequate Margin of Safety. Washington, DC: U.S. Environmental Protection Agency, March 1974, Publica-

tion 550/9-74-004.

WHO Guidelines 2018: Recommendation and Strength of Evidence on Aviation Noise

Aircraft Noise

Recommendation

Strength

For average noise exposure, the GDG strongly recommends reducing noise levels produced
by aircraft below 45 dBLsen, as aircraft noise above this level is associated with adverse
health effects.

For night noise exposure, the GDG strongly recommends reducing noise levels produced by
aircraft during night time below 40 dBLyign, as night-time aircraft noise above this level
is associated with adverse effects on sleep.

To reduce health effects, the GDG strongly recommends that policy-makers implement suit-
able measures to reduce noise exposure from aircraft in the population exposed to levels
above the guideline values for average and night noise exposure. For specific interventions
the GDG recommends implementing suitable changes in infrastructure.

Strong.

Strong.

Strong.

Source: World Health Organization. Environmental Noise Guidelines for the European Region. Copenhagen,

Denmark: World Health Organization Regional Office for Europe: 2018

2. The strong low frequency components present in most aircraft noise [4] are

underweighted by the 65 DNL. Strong low frequency components allow harm-
ful levels of noise to travel long distances and penetrate walls and windows [5].
Low frequency noise is known to be especially harmful to health, causing dam-
age to blood vessels and a decrease of 5-decibels for safety thresholds is rec-
ommended for sources with strong low frequency components [6, 7].

3. Nighttime aircraft noise is now understood to be especially hazardous when it
comes to cardiovascular health. This is related to sleep disturbance, increased
stress hormone levels, and damage to blood vessels. The damage to blood ves-
sels incurred by noise exposure predisposes individuals to ischemic heart dis-
ease, stroke, and death [8, 9]. One large study found the risks of cardiovascular
death from nighttime aviation noise increased by 33% for noise levels between
40 and 50 decibels and by 44% for levels above 50 decibels [10].

4. Repeat exposure to noise—like that experienced by communities subjected to up
to hundreds of flights per day over their homes—also appears to be especially
hazardous to health. Research has shown a “priming effect” in which prior ex-
posure to harmful levels of noise make blood vessels even more susceptible to
damage [11, 12].

5. By reducing noise, we can decrease adverse impacts of aviation noise on health.
This was shown by the quiet period in aviation we experienced in the recent
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COVID pandemic [13] and by measures taken to reduce impacts of aircraft
noise in schools in the case of children’s learning [14].

Aircraft noise and air pollution are also negatively affecting American competi-
tiveness. At the risk of repeating myself, I want to re-state a critical point covered
in the open letter alluded to earlier (Appendix A). We have lost our global aviation
leadership. We need to implement multifaceted approaches involving but not limited
to accelerated adoption of new technologies, modified flight patterns and runways,
greater local control of operations, adoption of meaningful metrics (e.g., N above),
on the ground remediation, and more. We urge Congress to work with the FAA and
stimulate innovation by enforcing the FAA Reauthorization Act of 2018 and by in-
cluding additional provisions in the 2023 Reauthorization Act to incentivize respon-
sible behavior by manufacturers, airlines and airport operators and accelerate the
adoption of quieter, fuel efficient technology like US-based Pratt & Whitney’s
Geared Turbofan 1100 and alternative energy aircraft, like that described in testi-
mony from JoeBen Bevirt, CEO of Joby Aviation. Above all, airport sponsors must
be granted explicit authority to adopt noise regulations, including limits on the
number, type, and timing of operations, to protect the health and well-being of their
communities and hold operators responsible.

Congress needs to act. We need to face the serious problem of aviation noise and
address it head-on, bringing in independent engineers, health care professionals,
innovators, federal health agencies, etc. who can help develop and evolve effective
solutions.

We recognize the intricacies and complexities of the aviation system. At the same
time, we live in a great country. We have the means, the brain power, and resources
to mitigate the health impacts of aviation noise and pollution and support a vig-
orous national aviation system that is safe, quieter, and healthier.

Thank you for your consideration.

Sincerely,
JaMiE Banks, PH.D., M.Sc.,
President, Quiet Communities Inc.

References

1. Information on Levels of Environmental Noise Requisite to Protect Public Health
and Welfare with an Adequate Margin of Safety. Washington, DC: US Environ-
mental Protection Agency, March 1974, Publication 550/9-74—-004.

2.World Health Organization. Environmental Noise Guidelines for the European
Region. Copenhagen, Denmark: World Health Organization Regional Office for
Europe: 2018.

3.Basner M, Babisch W, Davis A, Brink M, Clark C, Janssen S, Stansfeld S. Audi-
tory and non-auditory effects of noise on health. Lancet. 2014 Apr
12;383(9925):1325-1332. doi: 10.1016/S0140-6736(13)61613-X. Epub 2013 Oct 30.
PMID: 24183105; PMCID: PMC3988259.

4. National Academy of Engineering. Committee on Technology for a Quieter Amer-
ica. Technology for a Quieter America. Washington, DC: National Academies
Press, National Academy of Engineering/National Academy of Sciences, 2010.

5.Johnson B. Health-Based Criteria for Use in Managing Airport and Aircraft
Noise. A Thesis in the Field of Sustainability and Environmental Management for
the Degree of Master of Liberal Arts in the Extension Studies. Harvard Univer-
sity, May 2018.

6.Berglund B, Hassmén P, Job RF. Sources and effects of low-frequency noise. J
Acoust Soc Am. 1996 May;99(5):2985-3002. doi: 10.1121/1.414863. PMID:
8642114.

7.Berglund B, Lindvall T, Schwela DH (Eds). Guidelines for Community Noise. Ge-
neva, Switzerland: World Health Organization, 1999.

8.Hahad O, Prochaska JH, Daiber A, Miinzel T. Environmental noise-induced ef-
fects on stress hormones, oxidative stress, and vascular dysfunction: Key factors
in the relationship between cerebrocardiovascular and psychological disorders.
Oxid Med Cell Longev. 2019 Nov 11;2019:4623109. doi: 10.1155/2019/4623109.

9. Miinzel T, Steven S, Hahad O, Daiber A. Noise and cardiovascular risk: nighttime
aircraft noise acutely triggers cardiovascular death. Eur Heart J. 2021 Feb 21;
42(8):844-846. doi: 10.1093/eurheartj/ehaa984. PMID: 33367707; PMCID:
PMC7898943.

10. Saucy A, Schéffer B, Tangermann L, Vienneau D, Wunderli JM, R66sli M. Does
night-time aircraft noise trigger mortality? A case-crossover study on 24 886
cardiovascular deaths. Eur Heart J. 2021 Feb 21;42(8):835-843. doi: 10.1093/
eurheartj/ehaa957. PMID: 33245107; PMCID: PMC7897463.



103

11. Minzel T, Schmidt FP, Steven S, Herzog J, Daiber A, Sorensen M. Environ-
mental Noise and the Cardiovascular System. J Am Coll Cardiol. 2018 Feb
13;71(6):688-697. doi: 10.1016/j.jacc.2017.12.015. PMID: 29420965.

12. Schmidt FP, Herzog J, Schnorbus B, Ostad MA, Lasetzki L, Hahad O, Schéfers
G, Gori T, Sorensen M, Daiber A, Miinzel T. The impact of aircraft noise on vas-
cular and cardiac function in relation to noise event number: a randomized trial.
Cardiovasc Res. 2021 Apr 23;117(5):1382—-1390. doi: 10.1093/cvr/cvaa204. PMID:
32914847; PMCID: PMC8064430.

13. Hahad O, Daiber A, Miinzel T. Reduced Aircraft Noise Pollution During
COVID-19 Lockdown Is Beneficial to Public Cardiovascular Health: a Perspec-
tive on the Reduction of Transportation-Associated Pollution. Hypertension.
2022 Feb;79(2):335-337. doi: 10.1161/HYPERTENSIONAHA.121.18607. Epub
2021 Dec 6. PMID: 34865503.

14. National Academies of Sciences, Engineering, and Medicine. Assessing Aircraft
Noise Conditions Affecting Student Learning, Volume 1: Final Report. Wash-
ington, DC: The National Academies Press; 2014. https:/doi.org/10.17226/22433.

APPENDIX A
OPEN LETTER FROM QUIET COMMUNITIES INC. TO U.S. SECRETARY OF TRANSPOR-
TATION, HOUSE SUBCOMMITTEE ON AVIATION, CONGRESSIONAL QUIET SKIES CAU-
CUSs, MARCH 2, 2021, UPDATED APRIL 28, 2021

[Editor’s note—Appendix A is retained in committee files and is available online
at https:/quietcommunities.org/wp-content/uploads/2021/04/QCi-CQS Open-letter-
DOT-Congress 2021.03.04 update-2-2021.04.28.pdf.]

APPENDIX B
QUIET COMMUNITIES INC. CONGRESSIONAL STAFF BRIEFING, MAY 6, 2021

CONGRESSIONAL QUIET SKIES CAUCUS: STAFF BRIEFING
May 6, 2021
JAMIE BANKS, PH.D., M.S.
JAMIE@QUIETCOMMUNITIES.ORG; 781-259-1717
PRESIDENT, QUIET COMMUNITIES, INC.
CHAIR, NOISE & HEALTH COMMITTEE, AMERICAN PUBLIC HEALTH ASSOCIATION

Good afternoon. Thanks to Representative Lynch’s office for inviting me to speak.

Quiet Communities is a national non-profit organization of medical, scientific, and
legal professionals. We focus on economic sectors where noise and pollution ad-
versely affect human and environmental health. Our goal is to create enduring
change that results in quieter, healthier, more sustainable communities.

Our aviation program, Quiet American Skies, recently sent an open letter, signed
by forty-eight national and local citizens’ groups, to Secretary Buttigieg, this Cau-
cus, and the House Aviation Subcommittee, on the public health hazards of aviation
noise. It covers NextGen; helicopters; seaplanes; single engine, turbo prop, and cargo
planes; and Advanced Air Mobility—meaning drones and air taxis. All affect the
health of Americans in urban, suburban, rural, and remote areas.

Aviation is a major source of harmful emissions and noise. Both affect human
health, but today my focus is on noise. I want give special thanks to Dr. Arline
Bronzaft, honorary chair of our Quiet American Skies program, for her five decades
of research on noise and health, including aviation noise. I also want to thank other
program advisors: David Sykes (QAS); Dr. Daniel Fink (Quiet Coalition); Warren
Schreiber (NYCAR), Barbara Brown, Maria Becce (NYCAR); Melissa Elstein (Stop
the Chop NY-NJ), Tracy Williams (resident, AL), and Kimberly Gibbs (CQS) for
their help with this statement.

This may surprise you. Noise was actually declared a public health hazard fifty-
three years ago. In 1968, Surgeon General William Stewart stated “noise is indeed
a public health hazard, a matter of public health concern” noting that “aside from
hearing loss, it has been demonstrated that noise from aircraft and other sources
causes physiological changes, including cardiovascular, glandular, and respiratory
effects reflective of a generalized stress reaction.” These sentiments were echoed in
1976 by EPA Administrator, Russell Train regarding aviation noise. In 1972, Con-
gress passed the Noise Control Act and the Office of Noise Abatement and Control
was established within EPA to fund research, education, product labelling, regula-
tion, and technical assistance. The defunding of that Office by the Reagan Adminis-
tration in 1981 halted federal progress on noise, while the evidence on its health
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hazards continued to grow. Today, we lag far behind other industrialized nations
on noise to the detriment of public health and global competitiveness.

In part due to that history, the FAA’s decades-long reference to aviation noise as
simply (quote) “an annoyance,” (unquote) has gone largely unchallenged. Describing
aviation noise as “an annoyance” without reference to its serious health con-
sequences trivializes the problem, adding insult to injury to those affected. No one
affected by aviation noise describes it as “annoyance.” Rather, they use nouns like
“assault,” “bombardment,” “onslaught”, and “torture,” and adjectives like “unbear-
able” and “intolerable.” They describe impacts like deteriorating mental and phys-
ical health, anxiety, depression, anger, exhaustion, fear; disrupted sleep, work, con-
centration, and communication; and an inability to bear being in one’s own home.
One person describes aviation noise as having turned his home into a “living hell”
(santaclaritaforquietskies.org; sounddefensealliance.org).

What makes aviation noise such a problem?

e First, it is loud and intermittent, and has strong low frequency components that

carry it long distances and through walls and windows—much like a boom box.

e Second, it can be unrelenting in its intensity. Tens to hundreds of daily flights

may affect neighborhoods day and night, minute after minute.

e Lastly, those affected have no meaningful recourse, leading to frustration,

stress, anger, and a sense of powerlessness, hopelessness, or despondency.

Of all sources of transportation noise, aviation noise is ranked the worst.

For the public, the major concern is not hearing health. It is cardiovascular dis-
ease and mortality. People living in affected areas are more likely to have heart dis-
ease and be hospitalized (Correia 2013). Those probabilities increase as noise in-
creases.

In thinking about aviation noise as a public health problem, there are five impor-
tant dimensions.

o First, decades of research have dramatically strengthened the evidence on what
was already known in 1968—that noise is hazardous to mental and physical
health. Aircraft noise disrupts and fragments sleep, and causes stress and an-
noyance. These responses activate the autonomic nervous system and the endo-
crine system, causing the release of stress hormones and neurotransmitters that
lead to inflammation and oxidative stress. The result is damage to the blood
vessels and increased risk of ischemic heart disease, stroke, mortality, and pos-
sibly even accelerated aging (Tawakol 2017; Daiber 2019; Hahad 2021). This
cascade of physiological events has been shown to apply specifically to aviation
noise (Osborne 2021) and is now understood down to cellular, subcellular, and
molecular levels (Steven 2020; Kroller-Schon 2018). Nighttime aviation noise is
especially hazardous (Munzel 2021).

e Second, aircraft noise negatively affects children’s learning and cognitive devel-
opment (Basner 2017; Bronzaft 2000). A ten-year study of students from 6000
schools near 46 major US airports by the National Academies of Science, Engi-
neering and Medicine found that aircraft noise was responsible for lower stand-
ardized test scores. Installing sound insulation in a subset of those schools re-
versed the effect (NASEM 2014). Similarly, a large study of children in schools
near the airport in Munich, Germany (Hygge 2002) showed that exposure to
high noise levels was associated with cognitive impairments, including poorer
long-term memory and reading comprehension. Similar to the US study, those
effects disappeared once the airport was closed and re-located.

The evidence for health and education effects meets the Bradford-Hill criteria for
causation. Based on the strength of this evidence, the World Health Organization
in 2018 issued stringent new safety guidelines specifically for aviation noise.

e Third, aviation noise is costly. Cardiovascular disease and stroke cost the nation
$350 billion annually in direct medical costs and work productivity losses!
(Virani 2020). While not all of these costs can be attributed to noise, lowering
environmental noise just 5-decibels generates annual savings of $4 billion in
medical costs by reducing the prevalence of hypertension and coronary artery
disease (Swinburn 2015).

e Fourth, although aviation noise is in many ways an equal opportunity offender,
a good portion of the burden is borne by low income and minority communities
who have no influence over policy.

¢ Finally, many options exist for creating a safer, quieter, healthier aviation sys-
tem. We just need the political will to do so.

1CVD and stroke, as of 2015: $350 billion/yr—$214 direct; $138 lost productivity/mortality;
Virani 2020).
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Urgent action is needed. The harms from aviation noise and pollution must be ac-
knowledged and stakeholders convened to develop creative solutions. The yawning
gap between research knowledge and aviation policy in America must be closed
(Bronzaft 2017). Public health must be the top priority, not subjugated to vested in-
terests. We do not need more research to know that aviation noise is dangerous for
human health. As previously mentioned, a former Surgeon General and a former
(Republican) EPA Administrator both agreed there was sufficient proof over four
decades ago.

What should Congress do? Here are our suggestions.

e Pass introduced legislation on aircraft noise—HR 389, 712, 1643, 5423

e Re-examine federal preemption clauses that shield the FAA and industry and
prevent state and local action at the cost of public health.

e Use the $25 billion specified for airports in the Infrastructure Act to accelerate
the transition to fuel-efficient engines and development of new technologies, like
electric and hydrogen. Many are already available from American sources.

e Promote high speed rail for short commutes and allow curfews on night flights.

e Establish “Buy Quiet” programs (pioneered by EPA and NASA) to encourage
purchase or lease of cleaner, quieter aircraft.

e As spelled out in past laws, insist on interagency cooperation between the FAA
and agencies like CDC, EPA, DOE, and HUD.

e Demand that independent research form the basis of decision making, not re-
search funded by the FAA and vested interests.

e Mandate Health Impact Assessments to ensure that aviation policies, expansion
plans, and other programs protect public health.

o Insist that the FAA’s next strategic plan (2023—-2026) addresses community con-
cerns.

President Biden understands America has fallen behind in international competi-
tiveness. His appointment of five Secretaries to the Jobs Cabinet shows that NOW
is the time to act. We recommend the Jobs Cabinet confer with the Secretary of
Health and Human Services on aviation policy. It’s time to pivot toward policies
that promote health, jobs creation, and cleaner, quieter communities.

I would like to conclude by quoting the Honorable Russell A. Train, President Nix-
on’s EPA Administrator, who said this in regard to America’s aviation system: “the
present situation ... does not protect the interest of the general public, the home-
owner, the community at large, or the taxpayer. Most assuredly, it does not promote
the long-term interest of the nation in a healthy, vigorous air transport system. We
really know what needs to be done. We have simply lacked the will to do it. Let’s
get on with the job.”

That was 1976. It is time to act!

Thank you.
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Letter of April 1, 2022, from Sam Hindi, City of Foster City, Roundtable
Chairperson, and Al Royse, City of Hillsborough, Roundtable Vice-Chair,
San Francisco International Airport/Community Roundtable, Submitted
for the Record by Hon. Rick Larsen

APRIL 1, 2022.
The Honorable RICK LARSEN,
House Aviation Subcommittee Chairperson,
Committee on Transportation and Infrastructure, U.S. House of Representatives.

Re: Aviation Noise: Measuring Progress in Addressing Community Concerns Testi-
mony

DEAR CONGRESSMAN LARSEN:

Thank you for allowing the San Francisco Airport/Community Roundtable
(SFORT) to enter written testimony into the record for the Aviation Noise: Meas-
uring Progress in Addressing Community Concerns hearing. The SFORT is in its
40th year of providing community noise reduction recommendations related to air-
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craft and airport operations from the San Francisco International Airport (SFO) to
airport management, FAA staff, and airline representatives. The Roundtable Mem-
bership consists of 24 appointed and elected officials from the City and County of
San Francisco, the County of San Mateo, and most cities in San Mateo County rep-
resenting nearly 2,000,000 people. As the Chair and Vice-Chair of the Roundtable,
we submit this information that we feel represents the group to the best of our abil-
ity.

The topics listed below are only some of the items that are very important to the
members of the SFORT and the constituents that they represent.

The reduction of nighttime noise exposure is a critical component to the health of
commaunities around the airport. Undisturbed sleep of sufficient length is essential
for daytime alertness and performance, quality of life, and health. As aircraft noise
is intermittent noise, its effects on sleep are primarily determined by single event
noise levels. Repeated noise-induced awakenings can impair sleep quality through
changes in sleep quality including delayed sleep onset, early awakenings, less deep
sleep, and more time spent awake and in superficial sleep stages. There are numer-
ous studies discussing the effect of sleep deprivation on health and on communities.
During the existence of the SFORT, and particularly in recent years since the intro-
duction of the Next Gen procedures, we have heard repeated and numerous exam-
ples of residents impacted by aviation noise, and in particular that of nighttime
noise. These comments have increased significantly in recent years. These com-
ments include not just the annoyance of being unable to sleep uninterrupted
through the night but of the effects on mental health, physical health, especially im-
pacts on children and their ability to function in school and elsewhere, and just the
enjoyment of life in general. We recognize and appreciate the necessity of some
nighttime aviation but would strongly suggest that it be limited outside of defined
hours, we would recommend 11:00 p.m. to 5:00 a.m., and be limited to that of neces-
sity, e.g., medical, emergency, and needed cargo flights. There is also an increased
public awareness of aviation noise, evidenced in part by both the creation of numer-
ous citizen groups that formed due to the concern over this issue and of our legisla-
tor’s failure to adequately act. More and more citizens are becoming concerned over
aviation noise and their perception of a failure to address. There is an increased
public concern, which will likely only be more pronounced as passenger and cargo
flights increase as we return to normalcy post-pandemic. We desire to have flight
paths be more over water and less over land, consistent with the mission around
safety, efficiency (AND noise reduction). With the advent of Next Gen, the paths
changed and now are increasingly over land versus water, at least around SFO, due
to the efficiency standard and reduced attention to noise impacts. However, if noise
is added to the considerations, higher use of water paths would likely be the natural
result. More opportunities are needed to work with the FAA and airports to limit
nighttime operations. As an example, through ongoing advocacy by the SFORT,
changes were recently made to the hours of operation and the required path of the
NIITE/HUSSH departures from San Francisco International Airport and Oakland
International Airport that will benefit the residents of San Francisco and the Bay
Area Peninsula. But these changes do not go far enough. We urge Congress to rein-
state the ability for airports to institute a nighttime curfew to provide quiet hours
for communities.

The metrics used by the FAA to measure the impacts of aviation noise do not accu-
rately portray the effects of noise on communities. The Day-Night Average Sound
Level (DNL) metric is currently used by the FAA. The DNL measures the average
sound generated by aircraft operations over the course of 24-hours. Given the cumu-
lative nature of this metric, having a small number of loud aircraft flying overhead
through the course of a day can have the same DNL as multiple quieter aircraft.
Congress should require the FAA to use additional metrics to account for the fre-
quency of noise exposure, not just the daily average. The FAA should replace agen-
cy-wide use of the CNEL/DNL metric with a supplemental metric such as NA (Num-
ber Above) number of events above a certain decibel level such as in NEPA, Part
150, and AIP/PFC Funding of Noise Mitigation, consider duration within the agency
approved metric(s). Using a supplemental metric that factors in duration, such as
TA (Time Above), and break out noise metric standards in terms of frequency (such
as low and high frequencies) would give a more accurate picture of what commu-
nities around the airport are being subjected to. Priority should also be given to es-
tablishing a new policy to employ the NES, rather than the FICON/Schultz Curve,
to better represent aircraft noise impacts to communities.

Congress should require the FAA to incorporate ground-based noise metrics and
standards into the overall analysis of aviation noise impacts. Ground-based noise
may have a greater impact than in-flight noise on the quality of life for certain com-
munities, especially those located close to airports. Requirements such as all electric
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ground equipment and time limitations on auxiliary power units used by aircraft
at the gates could lessen the impacts on the nearby communities. The FAA needs
to look at all noise from airport operations including those from alternate flow oper-
ations and maintenance run ups. The FAA needs to include low frequency noise
measurements, the duration of the noise and the fact that all departures add to low
frequency noise to close in communities. Failure to include low frequency departure
noise results in the FAA statistics on numbers of people impacted by airport noise
to be inaccurate and misleading and undermines the impact of aviation noise on
many who are the most affected. The impact is not only noise caused by flight, but
the cumulation of every flight creating noise for greater duration and in greater
decibels due to the additive function of multiple noise events happening at the same
time.

Policymakers should pay particular attention to underrepresented and underserved
neighborhoods and communities throughout the country. A disproportionate number
of communities that are negatively impacted by aviation noise are historically dis-
advantaged communities. Often, aviation noise is exacerbated by environmental im-
pacts of air travel and can have a significant impact on quality of life particularly
in under-resourced communities. The underrepresented and underserved neighbor-
hoods and communities are generally the least able to mitigate aviation noise and
are often forced by circumstances to live closest to airports and aviation noise
sources. Even if not living within an airport contour, they are often directly under
flight routes. They often don’t have the resources to minimize the noise. Accordingly,
we recommend that in addition to the other noise measurement and reduction rec-
ommendations, noise insulation programs should be significantly expanded with fed-
eral funding to airports to accommodate added sound insulation treatments on prop-
erties outside the 65 CNEL/DNL contours but underneath a flight path.

NEPA needs to consider environmental noise as well as the environment. Environ-
mental noise is defined as unwanted or harmful outdoor sound created by human
activities, including noise emitted by means of transport, road traffic, rail traffic, air
traffic, and from sites of industrial activity. The National Environmental Policy Act
(NEPA) establishes national environmental policy and goals for the protection,
maintenance, and enhancement of the environment and it provides a process for im-
plementing these goals within the federal agencies. NEPA requires federal agencies
to consider the potential environmental consequences of their proposals, to consult
with other interested agencies, to document the analysis, and to make this informa-
tion available to the public for comment before the implementation of the proposals.
Failure to consider noise as an equal factor at least to that of efficiency does irrep-
arable harm to public health and fails to recognize that noise in and of itself is a
form of pollution that needs attention. We recommend that the FAA Office of Envi-
ronment and Energy be reinstituted to address community noise impacts as part of
the FAA process. Additionally, allowing the use of Categorical Exclusions for
projects that will have negative noise implications for the public should be limited.
NEPA should be followed and should require all federal agencies, including the
FAA, to assess, consider, and disclose noise impacts and other environmental effects
when considering federal approval or funding of airport development projects and
airspace redesign. What and who is underneath a flight path is just as important
and crucial as the efficiency of that path.

FAA Community Engagement Officers (CEO) should be given greater responsi-
bility /authority to make decisions. While having a FAA representative at public
meeting is appreciated, the public deserves more than just someone who listens. The
FAA established the CEO position within each of FAA’s nine regional offices to
serve as a regional ombudsman and coordinate public outreach with the appropriate
FAA officials. These officials are required to make recommendations to the Regional
Administrator to address concerns raised by the public and improve the consider-
ation of public comments in the decision-making process, among other responsibil-
ities. In practice, though, the CEO is merely the go-between for the community
roundtables and the FAA. CEOs only take information down and must rely on other
departments and branches within the FAA to get questions answered. This process
takes months, as questions asked at one public meeting will not be answered until
the next one. If CEOs were subject matter experts, or subject matter experts were
made available on a more timely or real time basis (easier to do because most of
our meetings are virtual or likely to be hybrid meetings in which virtual attendance
is available), public questions would be able to be answered in a more real time way
which would make for a more productive interaction with the FAA.

Our SFO Airport/Community Roundtable again appreciates the opportunity to
enter our aviation noise concerns into the official record.
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Regards,
Sam HINDI,
City of Foster City, Roundtable Chairperson,
San Francisco International Airport/Community Roundtable.

AL ROYSE,
City of Hillsborough, Roundtable Vice-Chair,
San Francisco International Airport/Community Roundtable.

cc: Congresswoman Jackie Speier
——

Statement of Melissa Elstein, Coalition Organizer, Board Chair, and Sec-
retary, Stop the Chop NYNJ, Submitted on Behalf of Hon. Jerrold Nadler
and Hon. Carolyn B. Maloney, Representatives in Congress from the
State of New York, Submitted for the Record by Hon. Rick Larsen

Dear Chairman DeFazio, Ranking Member Graves, and Congressmembers of the
Aviation Subcommittee, House Committee on Transportation and Infrastructure,
U.S. House of Representatives:

I am writing to offer our public comments regarding the March 17, 2022, Aviation
Subcommittee Hearing: “Aviation Noise: Measuring Progress in Addressing Commu-
nity Concerns.”

Progress in reducing aviation noise, especially from helicopters, has NOT been
made in our community.

Stop the Chop NY/NJ is an all-volunteer grassroots organization and coalition
formed in 2014. We represent community members, community boards, coops,
condos, rental associations, environmental groups, parks associations, electeds, busi-
nesses and other groups and individuals being negatively affected by helicopter
noise and pollution over New York City and the New York metropolitan area (in-
cluding New Jersey, Westchester and Long Island). Our website is below, and we
list our members (list in formation) on the “About” tab. We are also members of the
Quiet Communities Inc.’s “Quiet American Skies” committee as well as the Amer-
ican Public Health Association’s Noise Pollution committee.

I joined the Stop the Chop NY/NJ Board in early 2020 in order to help seek a
solution to the growing problem of nonessential helicopters (tourist, sightseeing,
photography, commuter and charter) ruining the lives of too many people, including
my own, in this region due to their loud and low flights over residential neighbor-
hoods, parks, schools and waterways.

Except on days with inclement weather, there are non-stop helicopters roaring
throughout the city and metropolitan area. Our beloved urban parks that should be
places of rest and peace, such as Riverside Park, Hudson River Park, Central Park,
Prospect Park, Brooklyn Botanic Garden, Brooklyn Bridge Park, Battery Park, and
Governors Island (to name a few) sound like war zones due to all the helicopter traf-
fic. Commuter helicopters tend to be large Sikorskys and they roar at all hours of
the day and night as they fly across NYC on their way to the international airports
or the Hamptons, among other destinations. The tourist sightseeing helicopters tend
to fly slower, and they also hover and circle over their photographic targets. Such
photography hot spots are the Statue of Liberty/Ellis Island, Empire State Building,
World Trade Center and 9/11 Memorial, Central Park, and the Brooklyn Bridge—
historic landmarks that are being destroyed for residents and visitors alike due to
all the helicopter noise. (Many are the infamous doors off “shoe selfie” tours con-
ducted by the NdJ-based FlyNyon company. I say “infamous” because in 2018, a
Flynyon helicopter lost power and 5 tourists drowned in the East River as they were
strapped into their seats so they would not fall out the doorless helicopter. Out-
rageously, these doors off helicopter tours continue to this day, 7 days per week,
over NYC and northern NJ even though the NTSB has recommended that the FAA
end such flights). NYC-based tourist helicopters have a different sightseeing path
due to an industry-NYC Mayoral agreement signed in 2016. 30,000 helicopter tours
are allowed from the sightseeing heliport based at the South Street Seaport (DMH)
and those flights are limited to the NY Harbor and the Hudson River. Sound carries
long distances over water, and unfortunately those who live and/or recreate near the
Hudson River, East River, NY Harbor, Long Island Sound are subjected to endless
helicopter sounds—often hearing the stressful thwack-thwack of the blades long be-
fore the helicopters are even visible to the viewers.

In emails, on Twitter, and in community meetings, our members communicate the
misery and angst all this helicopter noise pollution causes. Their homes have be-
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come uninhabitable due to the noise. Backyards, gardens and apartment terraces
have become unusable.

The NY metro area has become over run with the loud and stress-inducing sounds
of incessant, low-flying helicopters (fyi, they must fly below 2,000 feet so they do
not interfere with the jet and airplane traffic from our three international airports).
For many long-time residents, this noise pollution situation did not exist to this ex-
tent in previous decades. It has exploded in volume as new companies have begun
offering helicopter tours and commutes. The community has suffered at the expense
of a niche industry that is unnecessary given there are so many other cleaner and
quieter commuting options. Additionally, helicopter joyrides for sightseeing are dan-
gerous, noisy and polluting, as well as unnecessary—several tall observation decks
throughout NYC offer similar birds eye views!

Finally, we must add a comment regarding the climate issue in addition to the
noise problem caused by helicopter traffic. The unchecked proliferation of gas-guz-
zling nonessential helicopters contributes to our air pollution problem, increased
carbon emissions in the atmosphere, and a reliance on fossil fuels. As we face loom-
ing climate change caused catastrophes, like super storms and coastal flooding, we
should be reducing (not expanding) our reliance on fossil-fuel based modes of trans-
portation—especially those that also contribute to excessive noise pollution such as
these nonessential helicopters described above.

Community representation at the March 17 Hearing was inadequate.

Aviation-impacted communities around the country were not adequately rep-
resented at the March 17 Hearing. The only speaker (one of eight) who was there
to speak for communities was from the organization N.O.L.S.E. which does not rep-
resent the myriad of communities negatively impacted by aviation noise pollution
around the United States.

Aviation noise pollution caused by helicopters is a serious public health issue.

Studies have shown that repeated exposure to aviation noise pollution is a public
health hazard. Aircraft noise pollution has negative health impacts on the cardio-
vascular system, including increased risk of strokes and heart attack. It also harms
the endocrine and nervous systems, impairs cognition, and causes sleep disruption,
anxiety, and depression.

Congress must take meaningful action to address and curtail aviation-caused noise
pollution, including from helicopters.

For all the above reasons, we urge the Members of the Aviation Subcommittee to
take meaningful action to address the serious health impacts of aviation noise pollu-
tion, especially nonessential (tourist/sightseeing/amateur photographer and com-
muter/charter) helicopters, on communities such as mine. As you know, the Airport
Noise and Capacity Act of 1990 (“ANCA”) stripped away most local control over air-
craft and aviation noise. ANCA needs to be amended to return control over aviation-
related noise pollution to local governments and to integrate community concerns
into the FAA decision-making process in a meaningful way.

Members of the Aviation Subcommittee should cosponsor the below Congressional
bills introduced to address helicopter noise pollution.

We urge the Aviation Subcommittee Members to cosponsor the following impor-

tant bills:

e H.R. 1643: “The Improving Helicopter Safety Act”—https://www.govtrack.us/con-
gress/bills/117/hr1643 (We thank our NY Congressmembers Maloney, Nadler
and Velasquez for introducing this Bill, and for inviting us to speak at their
press conferences and Town Hall).

e HR. 389: “The Safe and Quiet Skies Act”—https://www.govtrack.us/congress/
bills/117/hr389#

I thank you for this opportunity to offer these public comments via email in re-

sponse to your March 17th Hearing on aviation noise pollution and community con-
cerns.
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QUESTIONS FROM HON. EDDIE BERNICE JOHNSON TO HEATHER KRAUSE, DIRECTOR,
PHYSICAL INFRASTRUCTURE, U.S. GOVERNMENT ACCOUNTABILITY OFFICE

Question 1. The GAO and other witnesses recommended that the FAA identify ad-
ditional metrics for assessing the noise impact of new flight paths. Can you discuss
some of these potential additional metrics?

ANSWER. As we reported in 20211, using additional metrics to assess the potential
noise impacts of proposed Performance Based Navigation (PBN) flight path changes
may provide FAA with a better understanding of such impacts. FAA currently uses
the Day-Night Average Sound Level (DNL)—which combines the effects of several
components of noise into a single metric—to account for the noise intensity, dura-
tion, frequency, and time of occurrence for flights above a particular location over
an average day. However, we found that it does not provide a clear picture of the
flight activity or noise levels at a given location. Since no single metric can convey
different noise effects, we recommended that using additional metrics in designing
proposed flight paths could help FAA identify and address potential noise concerns.
Similarly, we recommended that FAA use additional communication tools, including
other noise metrics, to better convey potential noise impacts during public outreach.

In a 2020 report, FAA identified a number of alternative metrics for assessing the
impact of aircraft noise, including: 2

e Sound exposure level (SEL), which FAA already uses as one of the components
i)lf DdNL, provides information on the total noise caused by a single flight over-

ead.

o Number above describes the number of events above a selected sound-level
threshold over a given period of time, such as the number of overhead flights
that cause more than 60 decibels (dB) of noise at a given location over a 24-
hour period.

e Time above describes the total time or percentage of time that the aircraft noise
level exceeds an indicated level, such as the amount of time a given location
is exposed to noise above 60 dB.

These metrics may provide insights that could assist FAA in identifying commu-
nity noise concerns prior to PBN implementation, and communities in under-
standing the potential impacts of planned changes. For example, considering the
“number above” metric during the design process or environmental reviews could
help FAA identify areas likely to experience a large increase in the number of
flights overhead. In some cases, even if the impact does not rise to the level of a
significant change in terms of DNL, FAA may be able to identify changes to pro-
posed flight paths that could mitigate potential noise impacts while still supporting
safety and efficiency goals. As of March 2022, FAA said it is conducting a noise pol-
icy review and plans to consider whether and under what circumstances supple-
mental, companion, or alternative noise metrics are appropriate to inform research
and policy considerations. FAA plans to complete their initial noise policy review by
the end of 2022.

Question 2. The FAA collects a large amount of data on aviation noise. Do you
think they are effectively using this information?

ANSWER. In recent reports, we have identified several ways in which FAA could
better leverage data on aviation noise.

First, in our September 2021 report, we note that FAA policy permits the use of
supplemental noise metrics in addition to the current metric—the Day-Night Aver-

1GAO, AIRCRAFT NOISE: FAA Could Improve Outreach through Enhanced Noise Metrics,
Communication, and Support to Communities, GAO-21-103933 (Washington, D.C.: Sept. 28,
2021).

2Federal Aviation Administration, Report to Congress: FAA Reauthorization Act of 2018 (Pub.
L. 115-254) Section 188 and Sec 173, (Washington, D.C.: Apr. 14, 2020).
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age Sound Level (DNL)—and that FAA’s current tool for analyzing noise impacts
(the Aviation Environmental Design Tool) has the capability necessary to incor-
porate such metrics. However, FAA officials told us that the agency generally does
not use supplemental metrics in its analysis of noise impacts because the DNL met-
ric meets the legal requirement that FAA use a metric that incorporates noise inten-
sity, duration, and time of occurrence.

In our report, we found that using one or more supplemental metrics in concert
with DNL may provide FAA with a more holistic picture of the potential noise im-
pacts of Performance-Based Navigation projects. We recommended that FAA should
identify appropriate supplemental noise metrics, as the use of such metrics could
provide additional insights on potential community noise concerns and offer oppor-
tunities to adjust PBN flight paths prior to implementation. Further, we rec-
ommended that FAA should update guidance to incorporate additional communica-
tion tools that more clearly convey expected impacts. For example, using supple-
mental metrics in outreach materials in addition to DNL to convey information on
potential noise impacts during pre-implementation outreach for proposed PBN
changes may help provide the public with more understandable or meaningful infor-
mation. In turn, such information may improve communities’ ability to communicate
their particular noise concerns during outreach. As of March 2022, FAA said it is
conducting a noise policy review and plans to consider whether and under what cir-
cumstances supplemental, companion, or alternative noise metrics are appropriate
to inform research and policy considerations. FAA plans to complete their initial
noise policy review by the end of 2022. FAA also said it plans to update guidance
on community outreach by the end of 2022.

Second, in our January 2021 report, we found that FAA was impeded in address-
ing helicopter noise issues in the Washington, D.C. area because FAA and helicopter
operators do not consistently or fully share the information needed to do so.3 For
instance, FAA does not typically forward complaints about helicopter noise to opera-
tors, and operators do not typically share complaints with FAA. As a result, we
found that operators have not consistently responded to residents’ inquiries about
helicopter noise and activities.

We recommended that FAA develop a mechanism to exchange helicopter noise in-
formation with operators in the D.C. area. Such a mechanism could help FAA im-
prove responses to individual helicopter noise concerns and determine what addi-
tional strategies, if any, are needed to further address helicopter noise. As of March
2022, FAA officials said they were working to identify a mechanism to share com-
plaint data with helicopter operators in the area. FAA officials also stated that they
plan to conduct quarterly meetings in the area with local helicopter operators to ex-
amine trends in helicopter complaint data and discuss helicopter noise mitigation
efforts. FAA officials said they plan to begin holding and facilitating these meetings
in spring 2022.

QUESTIONS FROM HON. EDDIE BERNICE JOHNSON TO FRANK R. MILLER, EXECUTIVE
DIRECTOR, HOLLYWOOD BURBANK AIRPORT, ON BEHALF OF AIRPORTS COUNCIL
INTERNATIONAL-NORTH AMERICA

Question 1. The Bipartisan Infrastructure Bill allocated $15 billion towards Air-
port Infrastructure Improvements, which supplements the $3.35 billion in Airport
Improvement grants. What types of airport infrastructure projects at airports might
address noise concerns?

ANSWER. Hollywood Burbank Airport will continue its successful noise mitigation
program that is a residential acoustical treatment program (RATP). Prior to, and
then during the pandemic, federal funding for the RATP was discontinued causing
the airport to suspend the program. The Bipartisan Infrastructure Bill contains
funding that will allow the program to be re-engaged. due to financial constraints
and the BIL will allow you to complete projects in process.

Question 2. You stated that airports need more dedicated funds to implement ad-
ditional noise abatement initiatives. Do you need any additional flexibility in the
AIP or PFC programs to more easily fund these types of projects?

ANSWER. Additional regulatory flexibility with AIP and PFC to ease the FAA ap-
proval of noise abatement programs would be helpful to airports. Ultimately,
though, the project needs around the country far exceed the available funding
through federal grants or local user fees. We need to find additional resources

3GAO, AIRCRAFT NOISE: Better Information Sharing Could Improve Responses to Wash-
ington, D.C. Area Helicopter Noise Concerns, GAO-21-200 (Washington, D.C.: Jan. 7, 2021).



113

through a combination of increased funding for AIP and modernizing the outdated
federal cap on the PFC in the next FAA reauthorization bill.

Also, as I mentioned in my written testimony, it is imperative that the FAA define
the goal of its aircraft noise policy to appropriately direct further research and
frame solutions that are appropriate to actual societal problems. Any changes to the
FAA’s noise significance and compatibility threshold will affect a suite of different
financial, legal, and policy areas with noise programs at airports throughout the
country.

QUESTION FROM HON. EDDIE BERNICE JOHNSON TO DAVID SILVER, VICE PRESIDENT
FOR CIVIL AVIATION, AEROSPACE INDUSTRIES ASSOCIATION

Question 1. What other R&D initiatives on engine technology are on the horizon
that can further reduce aircraft noise?

ANSWER. Thank you for the question. Reduction in noise generated by aircraft en-
gines has been a fundamental part of the overall reduction in aircraft noise over
the last 50 years. Increases in bypass ratio and more efficient designs, combined
with improvements in noise reducing treatments has greatly contributed to the re-
duced noise footprint of aviation.

However, there is still progress in engine technology to be made, some of which
is in the plans for the NASA Continuous Lower Energy, Emissions, and Noise
(CLEEN) Phase III Flight Demonstration. Improvements in efficiency and aero-
dynamic design of fan blades, internal compressor and turbine designs along with
new and innovative noise reduction treatments in the inlet and exhaust of the en-
gine offer noise reduction opportunities.

Similar improvements in efficiency, increased bypass ratio, and improved noise re-
duction treatments are in continuous development by ATA members. These concepts
will continue to develop and find their way into future flight demonstrators and/or
new engine designs for the next generation of aircraft. Examples of R&D initiatives
in current development by ATA members include:

e Pratt and Whitney Gen2 Geared TurboFan noise reduction technologies tar-
geting additional 3 EPNdB cumulative noise reduction relative to current en-
gines. New technologies include:

Additively Manufactured Acoustic Liners

Low-Loss Intra-Stage Liners

Low-Count / Low-Noise Guide Vanes

Noise Robust Swirler

GE Aviation advanced acoustic technologies including:

Novel Liner targeting 2 EPNdB cumulative noise reduction relative to SDOF
with neutral performance impactor

Fan Source Strength Reduction Concept targeting 1 EPNdB cumulative noise
reduction with performance neutral impact

Honeywell advanced technologies including:

Highly Efficient Fan Module targeting 1.5 EPNdB noise reduction

Efficient Green High-Pressure Core targeting 3 EPNdB noise reduction

High Work High Lift Low Pressure Turbine (LPT) targeting 0.5 EPNdB noise
reduction
e Collins Aerospace advanced acoustic exhaust technology targeting 0.9-1.5

EPNdB cumulative noise reduction
e Safran-Nacelles LeAD project proposes an additional acoustic surface in D-Duct

area while supporting de-icing functionality

Many of these developments are focused on improved fuel efficiency and reducing
climate impacts of aviation. There are also significant investments in engine design
and supporting infrastructure around novel power sources, such as full or partial
electrification and hydrogen fuel cells, which promise significant reductions in both
noise and engine emissions.

o oce 0 0o o o
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QUESTION FROM HON. JOHN GARAMENDI TO DAVID SILVER, VICE PRESIDENT FOR
CIVIL AVIATION, AEROSPACE INDUSTRIES ASSOCIATION

Question 1. Myself and other Members of the Committee have noticed that global
investment in developing technologies that decrease the noise footprint of airports
and commercial aircraft is increasing. Do you feel like we are making adequate in-
gestments? If yes, please elaborate. If not, please explain what more needs to be

one.

ANSWER. Thank you for the question. AIA’s member companies are most appre-
ciative of the investments in the Continuous Lower Energy, Emissions, and Noise
(CLEEN) Program, the Center of Excellence for Alternative Jet Fuels and Environ-
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ment (ASCENT), the Airport Cooperative Research Program (ACRP), NASA Sus-
tainable Flight Partnership, and other similar programs. These programs represent
a significant investment in improving the environmental performance of aviation in
the future.

While we’ve made significant progress in decreasing the noise footprint of airports
and commercial aircraft, there is more to be done to ensure we can meet U.S. and
industry climate goals.

Improvements in operational procedures that reduce noise and local emissions
provide the most immediate relief, however that is mostly incremental and often in-
volves displacing noise from one community to another. Technology demonstrators,
such as those funded through programs like CLEEN, offer the opportunity to quick-
ly develop, test, and prove technologies that can be applied to products and the
move into marketplace. Both CLEEN and ASCENT program funding increased sub-
stantially in Fiscal Year 2022, providing more opportunities to develop important
near-term technologies to reduce the environmental impact of aviation. This is an
important step; but it is too early to say whether this increase is adequate.

Substantial and growing investment in step-change technologies has the potential
to significantly reduce both noise and emissions from aviation. While a substantial
investment through ASCENT and NASA sustainable flight programs has been made
in step-change technologies, there is more that can be done. Discovering and ini-
tially developing step-change technologies that offer real reductions in both noise
and climate emissions is the first step. The existence of technology is essential, but
not nearly sufficient to bring it into a commercial reality. Technology must continue
to develop to the point it is economically and commercially viable to manufacture
and operate with the highest level of safety and reliability. This is a key area for
additional investment—not only to discover a technology and build a one-off demon-
strator, but also to continuing to develop necessary infrastructure to support emerg-
ing technologies, like electric or hydrogen power, as well as new aircraft architec-
tures and materials.

QUESTION FROM HON. TROY BALDERSON TO JOEBEN BEVIRT, FOUNDER AND CHIEF
EXECUTIVE OFFICER, JOBY AVIATION

Question 1. I believe it’s important we work to expand our nation’s Advanced Air
Mobility infrastructure. Nearly 100 companies are considering concepts in this
space. One of the concerns that has been raised regarding AAM concepts is in-
creased noise in urban environments. Could you talk about what work Joby has
done with government stakeholders, especially NASA, and others on noise abate-
ment in the AAM industry?

Are there opportunities for the government, in consultation with companies like
yours, to do more basic research on AAM noise minimization?

ANSWER. Thank you for that question. As I mentioned in my testimony, electric
propulsion is a game changer when it comes to the way companies are able to de-
sign aircraft to prioritize noise at every phase of the development process. This will
allow our aircraft to take off and land closer to where people want to live and work,
but we must also ensure that we are working with those communities early and
often so that this is a service that they believe will benefit their community.

To that end, we were very fortunate to partner with NASA this past summer on
a two week test campaign which resulted in critical noise data that we can then
use with those communities to provide them a true vision of our aircraft. With this
data in mind, the government should also look at how we can rethink permitting
new aviation infrastructure with more modern noise criteria. We are looking for-
ward to working with all levels of government to help provide a service that is af-
fordable, accessible and community friendly to the public.

O
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